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Railway Arrangements for Coronation Day 
BRUSH railway plans for the Coronation include ex- 
tensive arrangements to cater for both long and short 
distance travellers to London by running intensified ser- 
vices throughout the night of May 11/12. Over 200 long 
distance excursion trains will be run from all parts of the 
country, the first of which is scheduled to reach London 
shortiy before midnight of May 11 and will be followed 
by others at frequent intervals throughout the early hours 
of the morning. In addition, numerous connecting special 
trains on branch and subsidiary lines have been arranged 
to link up with these so that all the principal towns of 
the country will have a direct service to London. Travel- 
lers from London suburban, outer suburban, and Home 
Counties stations will be catered for by intensive local 


services from the early hours of Coronation Day. The 
G.W.R. local services are to begin at 1.0 a.m.; the 


L.M.S.R. to run at frequent intervals from midnight; and 
the L.N.E.R. from suburban stations generally to London 
from 2.30 a.m. in addition to special services on the 
Walthamstow and Gidea Park lines from midnight. From 
12.30 a.m. to 7.0 a.m. the estimated number of trains 
arriving at Liverpool Street, King’s Cross, and Marylebone 
is 179. On the Southern Railway the local service will 
begin at about 3.0 a.m., and trains will be run from 
coastal and country areas to reach London before 6.0 a.m. 
Apart from the early morning train service to other London 
termini, it is estimated that between 3.0 a.m. and 7.0 a.m. 
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on Coronation morning 105 trains will arrive at Waterloo, 
125 at Victoria, and 80 at Charing Cross. On the G.W.R. 
25 special trains will arrive at Paddington between 12.30 
a.m. and 6.30 a.m., and on the L.M.S.R. 50 long-distance 
special trains will arrive at Euston and St. Pancras during 
the same peroid. Augmented local services will be run 
from all London stations cn Coronation evening and will 
be maintained in some instances until 2.0 a.m. the fol- 
lowing morning. 
* + * * 

Goods Traffic on Coronation Day 

As the majority of business establishments will be closed 
on Coronation Day, normal freight train services will be 
suspended, but milk, fish, and perishable trains will be 
run where required. Railway goods sheds and station 
yards throughout England, Scotland, and Wales will be 
closed on Wednesday, May 12, except where it may be 
necessary to handle perishable goods in the early morning, 
and the stations affected will be opened for a short time 
especially for this purpose. In view of the street traffic 
restrictions, urgent parcels and perishable traffic requiring 
delivery in London prior to Coronation Day are to be 
despatched early on May 10, and as Coronation Day is 
followed closely by the Whitsuntide holiday, the railways 
are asking traders to assist in avoiding any inconvenience 
to themselves by despatching such traffic as they can in 
advance of the two events. The British main-line railways 
have decided that as many as practicable of their regular 
staff will be given a day’s leave, with pay, on Coronation 
Day. Owing to public requirements, however, it will 
not be practicable to release all staff from duty on that 
day, and those who cannot be liberated will be given an 
additional day’s leave with pay on another day, or if 
this cannot be arranged, an additional day’s pay. The 
railway staff covered by these arrangements numbers 
560,000. : 

* * * * 


The Week’s Traffics 

Passenger traffics of the four main line companies 
showed satisfactory increases for the past week, aided to 
some extent by Coronation visitors’ traffic and by the bus 
strike which atfected two days in the case of the L.M.S.R., 
Gsreat Western, and Southern, and one day in the case 
of the L.N.E.R. The corresponding week a year ago was 
a normal week when passenger train receipts showed a 
substantial decrease in comparison with the exceptionally 
large traffics in connection with the Silver Jubilee of 
1935. Goods and coal receipts for the past week are quite 
satisfactory and are on top of considerable increases shown 
in the corresponding week of 1936. 


17th Week Year to date 





—  — 

Pass., &c. Goods, &c. Coal, &c. Total Inc, or Dec. 

£ £ £ % 
L.M.S.R. + 44,000 + 5,000 + 6,000 + 55,000 + 681,000 + 3-51 
L.N.E.R. 32,000 37,000 + 25,000 + 94,000 + 504,000 + 3-52 
G.W.R. 11,000 + 17,000 + 11,000 + 39,000 + 349,000 + 4-42 
tz. . 15,000 500 — 1,500 + 14,000 + 104,000 + 1-72 


London Transport receipts for the past week amounted to 
£561,000, an increase of £400 over the corresponding 
week of last year, although £23,800 below the preceding 
seven days. 

* * * * 


Cup Final Traffic and the Railways 

There is a saying that chance contrives better than 
ourselves, and certainly this year few can have cause to 
grumble at the way in which the privilege of conveying 
the Cup Final excursionists to London was divided among 
the railways. The crowds were drawn on this ‘occasion 
mainly from the Sunderland and Preston districts, which 
are areas served exclusively by the L.M.S.R. and 
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L.N.E.R. respectively. On the L.N.E.R. fifty special of £1 each. The new first stock will carry interest from 


trains were run—thirty to King’s Cross and twenty to 
Marylebone—use being made of either of these termini by 
trains originating on the North-East Coast. Both 
restaurant and buffet cars were run in some trains. The 
L.M.S.R. advertised 39 excursions to Euston and 21 
to St. Pancras, and here again the rolling stock and 
facilities given for meals evoked appreciative comment. 
The majority of the trains arrived in London in the early 
hours of the morning and the difficult task of returning 
the excursionists home was accomplished between the 
hours of 10.30 p.m. and 2.30 a.m. the following night. 
But while the railways did their best, we fear that the 
influence of Bacchus must have prevented many travel- 
lers from reaching their homes according to schedule. 
Owing to the London omnibus strike, the railways also 
had the responsibility of conveying a larger proportion 
than usual of the football crowds to Wembiey. The ser- 
vices between Marylebone, Baker Street, and Euston and 
stations adjacent to the ground were augmented, and in 
addition the familiar special service from Marylebone 
non-stop to the Stadium station and back was in opera- 
tion. 
* * * * 

Overseas Railway ‘Traffics 

The improving tendency in Argentine railway traffics 
has continued during the past fortnight when the follow- 
ing additions to previous increases were made :—Buenos 
Ayres & Pacific £43,121, Buenos Ayres Great Southern 
£65,685, Buenos Ayres Western £29,540, Central Argen- 
tine £115,299, and Cordoba Central £11,280. At the end 
of the 44th week of 1935-36 the Central Argentine had a 
decrease of £60,046 on the previous year, and the Great 
Southern one of £618,841, although the Pacific was 
£277,326 up. The Leopoldina Railway had an increase 
for the past week of £7,052, the average rate of exchange 
being 3-07d. for the milreis, against 2-71d. at this time 
last year. On the San Paulo the increase for the previous 
week was £5,239, making an aggregate increase of £46,120 
for the 17 weeks of this year. 


No.of Weekly Inc. or Aggregate Inc. or 
Week Traffics Decrease lraffi Decrease 
4 4 é 4 

Buenos Ayres & Pacific 44th 120,596 + 20,831 4,152,586 + 436,624 
Buenos Ayres Great Southern 44th 138,151 t- 27,986 6,644,683 889,474 
Buenos Ayres Western 44th 68,114 + 19,054 2,207,274 214,063 
Central Argentine $4t! 150,093 55.910 6,774,459 1,543,294 
Canadian Pacific 17th 765,400 118,200 8,707,400 734,600 
Bombay, Baroda & Central India 4tl 304,800 15,375 862,875 13,800 


Gross earnings of the Canadian Pacific Railway for the 
first quarter of 1937 were £6,333,400, an increase of 
£476,600, and the net earnings amounted to £728,400 
an improvement of £162,800. 

* be Xk * 


Uruguay Railway’s Capital Reconstruction 

That a reorganisation of the financial structure of the 
Central Uruguay Railway Company of Monte Video and 
of its allies was under study was announced last October 
in its report for the past financial year. Details of the 
scheme of reorganisation were made public last Saturday. 
It is proposed that the parent company, the Northern, 
Eastern, and Western Extension Companies, and the 
North Eastern of Uruguay Railway be merged into one 
undertaking, and that stockholders shall exchange their 
existing holdings into stocks of the new company on a 
basis depending upon the earning power of the different 
companies. Taken together the capital of the existing 
companies amounts to about £12,986,000 nominal, and the 
total capital of the new company to be issued under the 
scheme is to be £10,750,000, consisting of £1,150,000 of 
4} per cent. first debenture stock, £3,740,000 of 5 per cent. 
second debenture stock, and £5,860,000 in ordinary shares 


July 1, 1937, and the new second stock will also carry 
interest from July 1, 1937, but for the first five years 
from that date will only be payable out of profits, and 
the stock during that period will, therefore, be non-cuini 
lative. No mention is made in the scheme of the sub- 
sidiary undertakings of the Midland Uruguay and the 
Uruguay Northern Railways, in which the Central Com- 
pany has a controlling interest, nor of the North Western 
of Uruguay Railway. Further details of the scheme will 
be found in our News Section. 


* * * * 


Wireless Talks for Railway Travellers 

Friendly interest among the public in railway develop 
ments has been successfully promoted in recent years by 
the liaison with the press maintained by publicity and 
information departments. In Germany, broadcasting has 
now been added to the means of disseminating railway 
knowledge—aiming particularly at the practical educa 
tion of those with holiday journeys in view. Thus, from 
April 19 to 30 the Cologne wireless station has given a 
series of talks on various aspects of railway travelling 
such as how to understand timetables; how luggage is 
handled; restaurant car service; printing and issuing of 
tickets; exchange station facilities; the Mitropa services 
signalling and other safety arrangements; and civil engi 
neering works. The talks have formed part of a series 
being broadcast between Easter and Whitsun for the benefit 
of holiday travellers generally, and including motor and 
water transport subjects. Taken as a whole, the series has 
provided an excellent symposium on the functions of th 
various means of travelling and their co-ordination fo 
the public service. It is doubtless felt, too, that an 
instructed public will be more lenient towards the railway 
at times of exceptional holiday stress, for as the Frenci 
proverb says, ‘‘ to understand all is to forgive all.’’ 





* * * * 


William James 


One of the personalities about whom considerable con 
troversy has raged is William James, the land agent and 
'irveyor, who was among the keenest early advocates of 
railways. He was born at Henley-in-Arden, Warwick- 
shire, on June 13, 1771, and died at Bodmin, Cornwall, 
in 1837. It is the centenary of the latter event that has 
revived the subject at the present time, for on page 891 
we reproduce the obituary notice which appeared in the 
May issue of our constituent The Railway Magazine a 
hundred years ago. As early as 1808 James had ideas 
for a general goods railway system in this country, but 
a dozen years were to elapse before he formulated precis« 
When he saw George Stephenson’s engine 
working at Killingworth, in 1821, he secured a fourth 
share in his locomotive patents on condition that he gave 
“best assistance for the using and employing locomotive 
engines ’’ on railways south of the Liverpool—Hull line. 
Assisted by Robert Stephenson, he surveyed a projected 
Manchester—Liverpool railway that year, but his route 
was not adopted, and in 1823 he planned a railway to 
connect London with the ports of Shoreham, Rochester, 
and Portsmouth. A railway scheme which he brought to 
fruition was the Stratford & Moreton. Although at one 
time worth £150,000, he died bankrupt. We have no wish 
to revive or take part in the old controversy as to whether 
James has received his due meed of recognition as a rail- 
way pioneer, but on a question of fact we should be 
interested to hear whether any reader can explain the 
discrepancy between the ‘‘ March 7 ’’ given in our extract 
on page 891, and the ‘“‘ March 10”’ which is commonly 
stated as the day of James’s death. 


schemes. 
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A 268-Mile Non-Stop Sunday Run 

[he institution from Sunday next of the longest non- 
stop run that has ever yet been performed regularly on 
Sundays over British metals is a reminder of the radical 
improvement which has been brought about in recent years 
in Sunday long-distance main-line transport. In this con- 
nection it must, of course, be remembered that various 
descriptions of permanent way work involving disturbance 
of the track and single line working have to be carried out 
on Sundays, as being the days when traffic is at its mini- 
mum, and although during the height of the summer 
season relaying on the principal main lines is entirely 
suspended, other work, such as bridge renewals, may have 
o be carried out, and recovery margins of a fairly ample 
description must be allowed in long-distance schedules. 
fhe train above referred to is the midday L.N.E.R. Sun- 
d service from King’s Cross to Scotland, the second 
part of which, at 1.10 p.m., will run non-stop over the 
268°3 miles from London to Newcastle in 5 hr. 7 min.; 
the first part of the train, at 12.35 p.m., will continue to 
be worked non-stop over the 188°2 miles from King’s Cross 
to York. Other lengthy non-stop runs over L.N.E.R. 
metals on Sundays are those of the Harrogate Pullman 
trains, which in both directions cover the 185-8 miles 
between London and Leeds without stopping, and of the 
evening dining car service from King’s Cross to Leeds 
and Newcastle, which is, as usual, divided during the 
summer, both portions covering the 156 miles from King’s 
Cross to Doncaster non-stop in 168 min. 


J 


* * * * 


Where the Semaphore is Preferred 

Although the light signal has been gaining favour during 
recent years, and has been widely substituted for the 
semaphore, the latter has characteristics which give it 
the advantage in certain circumstances. A light signal 
does not show up well on sharp curves in broad sunlight, 
and its indications cannot be read by anyone in advance 
of it without special arrangements being resorted to. Back- 
lights are to be seen in some installations, it is true, but 
they do not meet the requirements in all cases. The 
semaphore, supplemented by good electric lighting, is sti!! 
being preferred, therefore, by certain American railways 
having single-track sections running through hilly, wooded 
country and including numerous curves. One is the St. 
Louis and San Francisco, which has had over 700 miles 
of 3-position automatic semaphores in use for the last 
25 years, and has just completed another 122 miles of 
single line signalling on the main route from Kansas City 
to Birmingham, Alabama, 735 miles, making a total of 
some 1,455 route miles fitted with this type of signalling. 
According to our American contemporary Railway Sig- 
naling, the signal and operating officers of the ‘‘ Frisco ’ 
are convinced that the semaphore is the most suitable 
signal for the conditions met with on their line, being more 
easily seen by day and of decided benefit and protection 
to maintainers, permanent way men, and other employees 
who use railmotors. Electric lamps, approach lighted, are 
used, but should one fail the drivers may accept the sema- 
phore indications. 


* * * * 


A Truly Streamlined Locomotive 

By equipping one of its latest rebuilt Pacifics with 
external streamlining, the P.O.-Midi Railway of France 
has produced the nearest approach to a fully streamlined 
locomotive that seems possible, for already the steam pas- 
sages—from the boiler via the cylinders to the exhaust-— 
had been streamlined on the principles developed by 
Monsieur Chapelon. According to experiments made not 
only in France but elsewhere, both on models in wind 
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tunnels and in actual service on the line, an economy in 
power of the order of 120-170 h.p. at 75 m.p.h. (120 
km.p.h.) and 300-400 h.p. at 93 m.p.h. (150 km.p.h.) 
can be achieved by wind-resisting sheathing. Thus, for 
example, if a locomotive hauling a very fast train develops 
an output at the cylinders of 1,500 h.p., the external 
streamlining should effect a practical saving in power of 
about 10 per cent. In the streamlining of the P.O.-Midi 
engine the driving wheels have been left uncovered so 
as to minimise the possibility of overheating and to facili- 
tate inspection. The ovoid front harmonises with and 
preserves the smooth flowing lines of the locomotive, and 
for the same purpose the roof and sides of the cab have 
been swept forward into the boiler casing. Several modi- 
fications have been incorporated in this four-cylinder com- 
pound locomotive with the object of improving the 
balancing. The maximum hammer blow at 75 m.p.h. is 
as little as 500 kg., and the return springs of the poppet 
valves have been so modified as to permit of speeds as 
high as 112-124 m.p.h. (180-200 km.p.h.). A picture of 
the engine will be found on page 909. 


* * * * 


Perfecting the Steam Locomotive 

Some light has been thrown by the researches of M. 
Chapelon of the P.O.-Midi Railway on the mystery of 
the failure of many “‘ bigger ’’ locomotives to fulfil expec- 
tations. On pages 894 to 896 Mr. E. L. Diamond presents 
a lucid review of the main points made by M. Chapelon, 
who has shown that certain theoretical principles which 
have not hitherto been regarded as of great importance 
in the practical design of locomotives, have really been 
treated with too scant attention. All sorts of complica- 
tions have been tried and proposed to increase the power 
of locomotives, but M. Chapelon has doubled the power 
and efficiency of existing engines simply by careful atten- 
tion to fundamental principles. The alterations he has 
made to the P.O.-Midi Pacifics have been accompanied 
by economy all round, including that of maintenance. 
He has not only illumined the principles which must be 
observed in the design of a successful new locomotive, 
but, what is no less important, he has shown the way to 
the rejuvenation of many otherwise good existing loco- 
motives the performance of which has fallen short of 
expectations. 

* * * * 


An Underground Phenomenon 

The man who insists upon squeezing into an over- 
crowded Underground carriage is already a well-known 
type. A more recent development is he who, seeing that 
there can be no chance of effecting an entry by ordinary 
means, will still stand hopefully at the back of the crowd, 
treading assiduously upon the heels of his more pushful 
fellows in an effort to persuade himself that when the doors 
close, some miraculous intervention will cause him to be 
among the chosen on the inside of them. London Trans- 
port does its best to cure him of his infatuation by flashing 
signs before his eyes and tootling a loud-tongued instru- 
ment in his ears, to apprise him of the board’s pleasure 
that he should stand clear. But these devices have no 
more effect than exploding fireworks and brandished ban- 
ners upon a well-trained police horse. The idea of retreat 
is repugnant to him, and, in any case, by the time he 
overcomes his aversion to it he is probably effectively 
hemmed in at the rear by fresh hordes of his own kind. 
Refusing to be panicked by stentorian exhortations to seek 
a less congested entrance elsewhere, he remains, until the 
last bitter moment of frustration, a sublime example of 
faith in the board’s ability to achieve the impossible and 
draw him into its fatherly embrace. 
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Earlier Holiday Campaign 


‘(HE Great Western Railway recently inaugurated a 

campaign in association with the municipal authori- 
ties of Torquay and Paignton and the local hotel keepers’ 
organisations for the purpose of persuading people to take 
their holidays in May, June, or July instead of August. 
Other holiday resorts in various parts of the country are 
becoming equally active, and determined efforts are being 
made to break down the tradition that August is the only 
month for holidays. The facts which the resorts are 
anxious to impress upon the public generally are that 
earlicr holidays ensure longer days, cheaper accommoda- 
tion, no overcrowding, more comfortable travelling, and 
a fresher and gayer countryside. These five points should 
make an irresistible appeal to potential holiday-makers. 
The railway companies are on common ground with the 
holiday resorts in seeking to spread the present heavy con- 
centration of traffic which occurs in August, as railway 
accommodation is then taxed to the uttermost. During 
August it is impossible to provide all the vast multitudes 
who desire to travel at two or three week-ends with the 
same standard of comfort and the same amenities as those 
which are available under more normal conditions. Many 
people are compelled to take their annual holidays during 
the height of the summer, and parents with children 
attending elementary schools find their choice limited ‘to 
August. The only real solution of this problem of spread- 
ing the peak traffic in the interests of all concerned appears 
to be a greater spread of the summer vacation, an arrange- 
ment which already operates in Canada, but unfortunately 
little immediate progress in this direction seems likely to 
take place in Great Britain. There are, however, a very 
large number of people whose principal reason for taking 
late summer holidays is that of habit, and it is to these 
that the representations of the holiday resorts are being 
The advantages to be gained by earlier holi- 
days are so substantial that, if they are reiterated with 
sufficient force by those concerned, measure of 
success will surely be achieved. 


addressed. 


some 


The Case for Regulating Highway 
Transport 


E have more than once pointed to the curious anomaly 

of conipetition between the suppliers of various kinds 

of transport, which is forced upon them by inadequate 
demand at a time when people would, had they larger 
incomes, most gladly provide so vastly increased a demand 
as should automatically replace competition by co-opera- 
tion. A littie consideration along these lines leads in- 
evitably to the conclusion that in this direction eventually 
will be found a peaceful and logical solution of what, under 
present conditions, is the undoing of the older transport 
Meantime, the various transport agencies are 
powerless themselves to do more than attempt to reduce 
supply to demand—preferably, of course, the supply by 
rivals—and this gives rise to the almost endless expres- 
sion of views on the subject. Addressing the Commerce 
Club of Queens University, at Kingston, Ontario, on 
March 19, Mr. F. C. S. Evans, Transport Service Repre- 
sentative of the Canadian Pacific Railway, voiced the 
views of many railwaymen, with special reference to the 
Canadian rail-road problem. In introducing his subject, 
‘“ The Case for Regulating Highway Transport,’’ he said 
that railwaymen took the view that the highway trans- 
port industry must be built up and stabilised, if the 
disastrous results of unrestricted competition from this 
field of transportation were to be avoided. Discussing the 


agencies. 
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competitive elements of the case, which were largely mis- 
understood by the public, he said : — 

Competition is a word which, if I may venture to say 
so, is much abused. In transport matters it is supposed 
to be a sort of sine qua non. One hears it said that every- 
thing in the nature of competition is good and m be 
And therein lies a great deal of fog surround- 
We hear that it is something that 


encouraged. 
ing our present problem. 


the railways are against, and those who do not agree, iusist 
upon. It has been said, for example, that the railways have 


always taken a ‘“‘ dog-in-the-manger’’ attitude in dealing 
with transportation subjects, that they do not want com- 
petition of any sort, and that they will gladly see the end 
of the motor vehicle as a contender for traffic. If they ever 
had that view they have long since changed it, because they 
realise that under present conditions of progress and improve 
ment it is an impossible position to take. Naturally, every 
one engaged in business wants to get all of it that is avail- 
able, but this is a different thing from claiming to be entitled 
to it by a sort of divine right. 

Agreeing that competition in some circumstances might 
be a healthy condition, Mr. Evans cited many cexamples 
of its destructiveness in other circumstances. The average 
receipt of the railways of Canada for the past few years 
had, he pointed out, been about 0°9 of a cent per ton 
of freight per mile of haul, whereas a recent survey by 
the Federal Co-Ordinator of Transportation in the United 
States showed that a large body of common carrier lorries 
in actual operation incurred costs equal to about 5 cents 
per ton per mile. It was quite obvious, therefore, that 
if the railways were operated on a cost basis the trucker 
would be relegated to the sphere of purely local traffic 
and the local collection and delivery of merchandise. 
There was no doubt that the true function of highway 
transport was, in the main, complementary. The fact 
that both the range of operation and the capacity of 
the motor vehicle were very limited when compared with 
those of the railway, pointed naturally to a division of 
function between them. Thus, he said, they were ad- 
mirably suited to co-ordination but, of course, it was 
equally clear that, to a limited extent, highway transport 
was, and probably always would be, directly competitive 
with rail transport. Speaking of the application of licen- 
sing, Mr. Evans said it was considered just as important 
to restrict the number of vehicles which might be operated 
by a licensee as to restrict the number of licences; and it 
was also worthy of note that this recommendation was 
actually carried into the legislation in England. Admit- 
tedly, the most difficult to control was the so-called 
restricted operator, since, although he was expected to 
carry for one person on one trip, most of his business 
was one-way haul, and he must and did almost invariably 
attempt to get a return load at any price. 

Believing a sound licensing system to be at the root 
of any proper system, Mr. Evans said the question of the 
subsidy being enjoyed by the highway vehicle was an 
important factor in the situation. In the year 1935, he 
said, the outstanding debt of the Provinces for highway 
expenditure was little short of $500,000,000, and the roads 
were carried in the Provincial accounts at a value of 
$550,000,000. Since the cost of right-of-way was a virtu- 
ally negligible proportion of the total cost, most of this 
debt represented the cost of surfacing and improvements. 
The present Provincial debt was nearly sufficient to surface 
all of the roads outside cities and towns, including not 
only Provincial but county roads, so that, speaking 
generally, in Canada they were, he said, at present in 
debt for practically the entire cost of the roads. This 
was a most startling fact and it indicated, quite clearly, 
that no thought had been given to the retirement of ex- 
penditures over the life of the improvements. That was 
the one feature of highway costs that was always ignored 
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by those who contended that no subsidy existed. In no 
1ad the speaker found anyone defending the econo- 
of the present highway system who had allowed for 
retirement of cost over the life of the works. To his 
id, it was like financial suicide to go on pyramiding 
capital expenditure without providing adequate replace- 
ment reserves. The only alternative that could properly 
be applied was to inaugurate a policy of pay-as-you-go, 
similar to that in England, and in one or two of the 
United States. Quoting average taxation of commercial 
motor vehicles on a straight ten-mile basis, Mr. Evans 
showed that commercial vehicles with the exception of 
motor buses, did not as a general rule in Canada pay 
nearly as much as the private pleasure vehicle. os 
believe,’ he said in conclusion, ‘‘ that I have demon- 
strated that a two-fold subsidy exists. It should be easy 
to check the facts, and I hope that no time will be lost 
in applying proper principles to right the situation. 
Remove any subsidy that may be found to exist, apply 
regulation such as I have described, and it seems to me 
you will have made a real contribution to a problem 
that is crying out for solution.”’ 


* * * * 


. cre 
Running Signals 
[‘ the Institution of Railway Signal Engineers should be 
in need of subjects for discussion, it could surely find 
some in Mr. B. Wagenrieder’s paper on “‘ Running 
Signals ’’ presented to it on March 24, which contained 
many interesting and useful suggestions, based on his iong 
experience of the operating side of signalling, and touching 
problems of constant occurrence. Some have arisen from 
the altered conditions produced by changes forced on the 
railways during the depression; others from the higher 
speeds now becoming increasingly common on certain 
sections of line; while a few have long been with us. The 
distant signal necessarily assumed a prominent piace in 
the paper, because the fastet have accentuated 
the difficulties in effective application of the two-aspect 
semaphore system; the tendency to instal more and more 
intermediate signalling, with consequent extension of signal 
box areas, has also compelied us to modify our. attitude 
to the question. For many years a distant signal was 
always regarded by drivers as belonging to a particular 
signal box situated in advance, and as being the key to 
the situation thereat, indicating whether the line was clea 
or not into the block section beyond its last signal. In 
fact, it was a sort of express signal. The use of a distant 
arm under a signal worked by the same box as itself, 
merely to repeat another such signal further on, was found 
here and there on some lines, but it came under official 
disapproval after a mishap in 1921, and such distant arms 
were in consequence removed. Changed conditions have 
brought them back; there seems no serious objection to 
this provided our general attitude to the function of a 
distant arm undergoes a corresponding duly recognised 
change, and drivers fully understand the position. It 
is to be regretted perhaps that we seldom hear their views 
in these discussions, for they would be of considerable 
assistance to the signal engineer. After all, signals are 
primarily provided for drivers, and a discussion on their 
uses and aspects confined to those who never have to 
drive a train lack an element essential to its 
complete success. 

The question whether sighting distance should be 
reckoned as part of the braking distance or whether the 
latter should be available from the distant signal itself 
to the stop signal ahead, is one on which conflicting views 
are advanced, but many appear satisfied with the compro- 
mise of providing braking distance for ordinary express 


services 


seems to 
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speed from the signal and relying on the driver of an extra 
high speed train acting on the adverse indication when he 
sights it, or as soon thereafter as he judges necessary. 
This seems to us a reasonable attitude, for if a driver can 
see a signal effectively, and hence understand its message, 
why should he not be expected to conform to it from 
that moment? If distant signals are placed out at full 
braking distance for the highest speeds expected, then 
slow trains may be appreciably delayed in misty weather, 
unless another distant nearer in is provided, the driver 
having to run correspondingly further in a state of uncer- 
tainty. Colour-light aspects—or some equivalent—afford 
a means of meeting both requirements, but the existing 
two-position semaphore system can never quite do so, 
from its inherent limitations, and indeed it may be said 
that the adoption of the multiple-aspect principle, with its 
graduated distant signal effect, is the only way of meeting 
permanently most of the difficulties alluded to by Mr. 
Wagenrieder. 

Scarcely less important than the problems associated 
with the distant signal are those met with in applying the 
numerous stop signals necessitated by our frequent 
stations, junctions, and siding connections, especially in 
the larger centres. It is generally admitted, we think, that, 
apart from considerations of cost, the fewer signals we 
have the better, as long as satisfactory traffic working is 
provided for. In earlier days many signals were installed 
which can be dispensed with now we have track and 
route locking and other proved refinements, giving the 
signal engineer a chance to provide more consistent signal 
spacing, and simplifying the engineman’s task. A fairly 
good general rule is not to provide a signal unless its use 
can be strictly justified by the principles of safety, and 
unless it gives some definite facility in moving the trains.. 
Mr. Wagenrieder shows how greatly local circumstances 
affect each case, such as the provision of outer home 
signals at junctions, or of inner homes, and intervening 
stop signals in an interlocking area, and points out that 
nowadays signals are more needed to define sections of 
line which can be confined to the use of one train than to 
protect fouling points. Modern apparatus enables us to 
ensure that conditions shall not be dangerously altered in 
front of a train, without providing those re-assuring signals 
for the driver, as we may term them, so common at one 
time. The paper is full of suggestions, and if, as we sus- 
pect, its author set out to provide a gqod supply of con- 
troversial points, he certainly achieved his purpose. We 
should like to hear some, at least, of them further discussed 
in a joint assembly of traffic officers, enginemen, and 
signal engineers. 





* * * * 


Have a Heart! 
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An old appeal in new guise from 

London Transport, which has been 

placed inside the doorways of under- 
ground trains 
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Srr,—With reference 
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viaduct carrying the 
the L.M.S.R., two 
behind the other. 


April 16 
Derby and 
separate viaducts 
mediately 
iron, which was strengthened and 
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track and was erected in 


Co. Ltd 


Yours faithfully, 


Coloured Etchings in Carriages 


Bombay, 
General Traffic 


To tHe EpDITorR OF 
Sir,—I have only recently 


issue of February 5 and notice the great 


been roused by the new coloured 


Carriages. 


cars for the past eight years. 


Millers Dale Viaducts 


St. Pancras Chambers, 
Road, N.W.1 


THE: RaILway 
to the picture on 
showing 
Manchester main line of 
are shown, one im- 
The arches structure in the 
background was the original bridge built in 1862 of wrought 
received a new 
The newer structure in the foreground carries a second 
1904-5 when the line was doubled 
and the steelwork of this structure was made by the Butterley 


Baroda & Central India Railway, 
Manager's Office, 
Bombay, April 16 
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come across a Copy of 
interest which has 
etchings in 
It might not be without interest to your readers 
to know that this railway has used woodcuts in all its dining 
Made up in sets of eight for 
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the Millers Dale 


floor in 
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your 
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each dining car, the subjects deal with points of interest on 


this railway. 


I am enclosing a print taken from one wood 









cut, but being a print it does net do justice to the original 
but does give an impression of the class of work. 


Yours faithfully, 
G. DE P, LEEPER 


Publicity and Advertising Superintende 








PUBLICATIONS RECEIVED 


Road Notes, Great Britain, 1936-7. 
London: The British Road Federation, 
Limited, 120, Pall Mall, S.W.1. 8} in. 
5$in. 24 pp. Price 6d. net.—This book 
let is a valuable compendium of statis 
tics, culled in the main from a variety 
of official sources relating to the develop- 
ment of the road transport industry. In 
addition, estimates are included under 
these heads where actual figures are not 
published. It is printed on only one 
side of the paper, so that revised par- 
ticulars may be written on the facing 
(blank) page, or a leaf may be detached 
with only localised damage. On page 900 
of our Road Transport Section this week 
we refer in greater detail to the contents 
of this publication. 


Underground Timetables.—With 
the introduction of the summer services, 
the London Passenger Transport Board 
has completely revised its London 
railway guide. The timetables have all 
been reset in The Times type, and much 
useful information has been added. The 
scope of the guide, which extends to 
some 288 pages, is perhaps best shown 
by quoting the titles given in its four 
parts. Part 1 is “‘ First-Aid for Tra- 
vellers,’’ which embraces an index to 
stations, the times taken between 
typical stations in the City and the 


West End, and first and last trains. 
Part 2 consists of the timetables them- 
selves, and Part 3 is ‘‘an amiable 
account of some of the many things 
London Transport can do for its pas- 
sengers."’ Part 4 is explained by the 
title, ‘‘Where is it?’’ Part 3, in- 
cidentally, is enlivened by a number of 
amusing sketches. There are also, of 
course, maps, including the new folding 
map of the London Underground. The 
price of the guide is twopence, and 
further editions are to appear at approxi- 
mately quarterly intervals—the next on 
July 5, and the following one on Septem- 
ber 27. Index Publishers (Dunstable) 
Limited is responsible for the production, 
and close co-operation between this firm 
and London Transport has produced a 
reference work which should find an 
appreciative public. 


Green Line Coach Guide.—Like 
the new London Transport timetable, 
this Green Line publication repre- 
sents a complete revision of the guide 
published for the 1936-37 winter 
services. Moreover, again in this case, 
The Times type has been adopted and 
expansion has allowed for the inclusion 
of useful particulars of London’s town 
and country amenities. The sketch 
maps showing the positions of boarding 


points have been retained, and a 
large folding map of all the Green Line 
services is included inside the back 


cover. 


Travel in Europe.—A booklet beat 
ing this title has recently reached us 
from the Midland Bank. It provides a 
useful and up-to-date guide to existing 
exchange and currency conditions in the 
European countries most frequented by 
travellers and should, therefore, prove 
of great service to intending visitors to 
those countries. Copies of the booklet, 
consisting of 20 pages of convenient size 
for the pocket, may be procured without 
charge on application to the Head 
Office, Poultry, London, E.C.2, or any 
other branch of the Midland Bank or 
of its affiliated banks. 


Dover- Ostend Handbook. The 
spring edition (in English) of this guide 
to the services of the Belgian Royal 
Mailboats and their railway connections 
is now available from the Belgian Rail- 
ways and Marine Office, 99, Regent 
Street, W.1. Timetables of the inter- 
national trains connecting with the 
Dover-Ostend steamers are here give 
in convenient pocket form, and a fold- 
ing map of Belgium shows the journey 
time from London to the principal 
towns. On the other side of this is a 
map of through railway routes from 
Ostend to Central, Southern, and 
Eastern Europe. Fares from London 
and Dover are listed alphabetically 
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Answer to Railway Problem Ne. 4 
red; 4 white; 5 blue. 
* * * 
Railway Problem No. 5 
UNDERGROUND 
During the slack hours, a train in 


which are several passengers leaves a 
certain station X and, proceeding to- 


wards the terminus, stops at 6 inter- 
nediate stations. 

At the first stop, half the passengers 

out and 6 others get in. At the 
second stop, half the passengers get out 
ind 5 others get in. At the third stop 
half get out and four others get in, 

| so on until the sixth stop, when 
half get cut and 1 other gets in. 


Five passengers arrive at the 
terminus. How many passengers 
started from X?—From ‘‘ A Problem a 
Day,”’ by R. M. Lucey. Faber & 
Faber. 5s. net. 

* * * 


[The K6nigsberg division of the Ger 
in State Railway announces that the 
station hitherto called Gross Brittanien 
Britain) will, with the intro 
tion of the summer service on May 
22, be known simply as Brittanien. 
Several German station names, now 
orporating a Slavonic form of spell- 
ire from May 22 to be altered to 
ng them into line with German 
rthegraphy. Thus Droszwalde is to 
xcome Droschwalde; Eszerkningken to 
Escherkningken; Szarzgillen to be 
Schargillen; and Szillen will be Schillen, 


Great 
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SCRAP HEAP 


&c. The ‘‘ sz,’’ representing the “‘ sh ”’ 
sound in English, becomes ‘‘ sch ’’ in 
German, in which language ‘‘ sz’’ has 
quite a different sound. 
* * 7 
FIRST TRAIN WEDDING IN CHINA 

The first train wedding in China took 
place in Canton on March 30 when the 
ceremony was performed at the station 
in a railway coach suitably decorated 
for the occasion. The married pair left 
by the same train for the honeymoon. 

* * * 
A FIRST OFFENDER? 

A Regina aviator has been fined $2 
and costs in the City Police Court for 
obstructing tratfic by parking his aero- 
plane outside his suburban home. 

* . 4 

ln the course of a letter of inquiry 
from an American house, the New York 
writers remark that: ‘‘ A client of ours 
has inherited some stock of the Cardiff 
Corporation which we understand is an 
English company engaged in rail 
roading. a Obviously, the 
American writers think that corpora- 
tion must necessarily be a company. 

‘ Autolycus,” in * The Financial 
Times.”’ 
7 * * 

As recently as 1900 transfers from 
one tram. to another in parts of U.S.A. 
were printed in the form of portraits 
of four imaginary men—one with beard 
and moustache, one with side-whiskers 
and moustache, one with beard only 


(9) 





Down with damage and de’ay ! ! 
They destroy dependability on which our 
reputation and livelihood depend 


STOP 
CAUTION 
GO 


Carelessness sends goods 


to the “Traffic Light” route. | 


Never let it be said that 
made 


shed. 


your lack of care 


trafic light in this 











Vo. 11 of a new series—ihe third—of 

‘claims prevention” posters issued by 

the Chief Goods Manager, G.W.R., 
for exhibition to the staff 


one with moustache only. Conductor 
punched hole in face corresponding 
with passenger's. Clean-shaven men— 
rare—got no hole punched.—William 
Hickey in “ The Daily Express ’”’ 








One Hundred Years Ago 


Extracts from the May, 1837, 


issue of ** The Railway Magazine” 


afterwards ‘* Herapath’s Railway Journal ”*) and the oldest constituent of 
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Vidland Counties Railway.—The 
portion of the Midland Counties Rail 
way between Derby and Nottingham 
vill be finished by the summer of 1838, 
understand that here Mr 
Vignoles’s plan of continuous bearings 
by Kvyanized longitudinal timbers will 
be tried on a great length of railway 
tenn) 


CK. 


d we 


London Croydon Railway.—In 
iddition to the funds required for the 
line of railway between the junction 
with the Greenwich Railway and New 
Cross, it has been for some time fully 
inderstood, that in consequence of thr 
curves and devious course of the canal, 
which are inapplicable to the construc- 
tion of a railway, some further pur- 
chases of land would be required along 
the line from New Cross to Croydon. 

The construction of the railway 
ilong the level country from Croydon 
to Forest Hill, a distance of six miles, 
is a work of more than ordinary 
facility; the earthwork and_ bridges, 
¥c., required along this portion of the 
line, being less considerable than usual. 
The first part is steadily prosecuting 


by small under the im- 
mediate direction of the engineer, and 
your Directors believe that by this 
mode of execution, a very considerable 
saving will be effected upon this portion 
of the works. The greater part of the 
locks of the Croydon Canal, descending 
from the summit to the bottom level, 
near the Deptford road, have been 
taken up, and the materials, consist- 
ing of bricks, timber, and ironwork, 
have been stacked. ready for use, or 
already converted, under allowances 
from the contractors, to the purposes 
of the railway. 


contracts, 


Great Western Railway.—The works 
of this line are proceeding very 
vigorously. We hear that Mr. Brunel, 
sen., the father of the engineer, has 
lent some of his most expert men to 
facilitate the execution of the Box Hill 
tunnel, which progresses very rapidly. 

Birmingham Railway.—This com- 
pany has no less than 3,000 men em- 
ployed on the extension only from 
Camden Town to Euston-square, that 
is, about 14 mile. The daily wages of 


these men amount to £600, or at the 
rate of £180,000 per annum. 


WILLIAM JAMES 


Obiluary.—March 7, died, of the 
influenza, Mr. William James, the 
original projector of the Liverpool and 
Manchester Railway, and likewise of 
several other public’ works. Mr. 
James was once a man of considerable 
property and influence; and during his 
prosperity it was that he planned the 
above and other great undertakings, 
which are now of so much value to 
the country, and to the parties 
interested. The Editor of this journal 
has himself seen the plans and sections 
of the designs by Mr. James, executed 
in a manner that would do credit to the 
first engineers of the age. Mr. James 
had the misfortune, like many other 
founders of great and mighty under- 
takings, to have a mind far in advance 
of the age in which he lived. He had 
the singular happiness indeed to live to 
see his ideas not only realised, but 
realised with a success incomparably 
exceeding his most sanguine antici- 
pations. But such are this country’s 
much-boasted justice and generosity, 
that while Mr. James sank from 
affluence to almost penury . others 
have arisen, on the fruits of his labours, 
to opulence and renown. 
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OVERSEAS RAILWAY AFFAIRS 


(From our special correspondents) 


BRAZIL 


E.F. Noroeste and Leste Brazileiro 


Receipts for the Noroeste do Brasil 
Railway in 1936 totalled 28,379 contos 
as against 23,765 contos in 1935. Fur 
ther details regarding the year’s work- 
img are not yet available. 

In continuation of the Franco branch 


of the E.F. Leste Brazileiro, situated 
in the State of Bahia, a new section 
has been opened for traffic from 


Piritiba to Barra. 


Central Brazil Railway 


Che possibility of this railway becom 


ing an autonomous undertaking has 
been ventilated on various occasions, 


but a definite project has now been 
presented in the House of Deputies, by 
Senor Sampaio Corréa, whereby an 
elected administrative body will control 
the destinies of the railway without 
any interference from the Government. 
It is expected that the project will come 
up for during the May 


session. 


discussion 


E.F. Oeste de Minas 

The projected extension of this line, 
from Patrocinio in the State of Minas, 
to Ouvidor in the State of Goyaz, has 
now reached Monte Carmello, this 
stretch being officially opened for traffic 
at the end of March. Once the re- 
mainder is completed, a triangle will 
be formed with the town of Goyandira 
in the State of Goyaz, at the northern 
apex, Uberdba in the west, and Ibia 
in the east; distances from the State of 
Goyaz to Bello Horizonte, capital of 
the State of Minas Geraes, and other 
places situated ‘eastward and south- 
eastward will be shortened considerably 
as direct communication will then be 
possible via the junction of Goyandira, 
Cataldo, Ouvidor, Monte Carmello, 
Patrocinio and Ibid, instead of via 
Uberaba as at present. 


Leopoldina Railway 

The increased fares and 
goods and parcels rates sanctioned in 
February, 1935, for an experimental 
period of twelve months are to remain 
in force for another year according to 
a Decree of the Minister of Transport. 

A heavy cloudburst occurring on 
April 2 caused numerous landslides on 
the Victoria line in the State of Espirito 
Santo. The mountainous stretch be- 
tween Marechal Floriano and Vianna 
suffered considerably, large quantities 
of earth and stone burying the line 
completely in various places, and carry 
ing it away in others. At one point 
between Domingos Martins and Vianna 
a particularly heavy landslide fell on a 
platelayer’s cottage, injuring the plate- 
layer and killing instantly his wife and 
child. It is estimated that traffic will 


passenger 


be interrupted for more than 60 days, 
during which period the Port of Vic- 
toria, capital of the State of Espirito 
Santo, will be isolated by rail from 
Rio de Janeiro and other places south 
of Marechal Floriano. 


First Locomotive Built Entirely 
in Brazil 


The first locomotive to be built en- 
tirely in this country ran its trial trip on 
the Central Railway on April 6. It 
was attached to the Sao Paulo—Rio 
night train, SP 4, at Cachoeira, and 
although leaving that station 20 min. 
late, it completed the journey so suc- 
cessfully that the train arrived at 
Alfredo Maia on time after maintaining 
an average speed of 72 km.p.h. with a 
load of almost 400 tons. The locomo- 
tive referred to is of the Pacific type, 


and ail its parts have been made in 
the railway shops at Norte station, 


Sao Paulo, under the direction of 
Engineer Aloysio de Castro. 

Colonel Mendonca Lima, General 
Manager of the Central Railway, ac- 
companied the trial from start to finish, 
and declared himself extremely satis- 
fied with the result, adding that the 
cost of the locomotive had worked out 
at 450 contos of reis compared with 
1,200 contos, the price paid for im- 
ported engines of similar type. He 
further stated that, with the limited 
means at the railway’s disposal, the 
construction had been done in spare 
time extending over a period of three 
years, but if the Government were so 
inclined and authorised the importation 
of plates for the making of boilers, this 
period could be reduced quite comfort- 
ably to eight months. 


UNITED STATES 


Jubilee of Interstate Commerce 
Commission 

On March 31—April 1, the practi 
tioners before the Bar of the Interstate 
Commerce Commission provided a 
large banquet and a day of speech- 
making in honour of the fiftieth 
anniversary of the commission. The 
commission is threatened with a con- 
siderable decrease in its power and 
prestige by a proposal of President 
Roosevelt to hand over its admini- 
strative functions to the Secretary of 
Commerce. The change would bring 
no diminution in the degree of control 
of the railways by the Federal Govern- 
ment, but would place most of the 
power in the hands of a political officer, 
rather than those of the politically in- 
dependent commission. This proposal 
has aroused opposition on all sides, and 
most of the speeches at the jubilee 
celebration outlined that  body’s 
honourable history and viewed with 
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misgivings the proposal to transfer its 
authority to a Cabinet member. 


Improved Chances of Rise in Rates 

The American railways are involved 
in a tedious proceeding before the Inter- 
state Commerce Commission which has 
as its object both the ‘greater 
rationalisation of the rate structure and 
some increases in railway receipts. 
Since temporary ‘‘ emergency ’’ supple- 
mental charges on principal heavy 
freights lapsed at the beginning of the 
current year, the railways have been 
put to it to find some means of 
storing their earnings to a point where 
some returns may be earned for shar 
holders. A ray of hope has now 
appeared in the granting by the com 
mission of an application which will 
separate the hearings in the case of 
‘* basic ’’ commodities (coal, steel, ore, 
cement, &c.) from the remainder of the 
proceedings. By such separation, it is 
hoped that some increases may be 
forthcoming on these items of traffic by 
midsummer; whereas the case in its 
entirety will probably not be decided 
for another vear. 


INDIA 


Open Line Works in 1937-38 
Assam-Bengal Railway 


Of a total Capital & Depreciation 
Fund Programme of Rs. 52-34 lakhs, 


Rs. 47 lakhs (Rs. 29 lakhs Capital and 
Rs. 18 lakhs Depreciation Fund) are 
for open line works and rolling stock. 
The Meghna bridge will be completed 
during the year, and for this Rs. 16 
lakhs are allotted. Other works include 
signalling and interlocking and remodel- 


ling of various stations, and electric 
token instrument installations. Four 


locomotives will be replaced and two 
‘‘ Y D”’ type boilers ordered as spares. 


East Indian Railway 

The Capital and Depreciation Fund 
Programme of the East Indian Railway 
for the current year amounts to Rs. 
170-01 lakhs (£1,275,000) all of which 
is for open line works and rolling stock. 
A sum of Rs. 139-63 lakhs—Rs. 39-20 
lakhs. Capital and Rs. 100-43 lakhs 
against Depreciation Fund—has_ been 
provided in the budget after allowing 
for probable savings, stores suspense 
and credits for materials released. The 
heaviest item of expenditure is for track 
renewals costing in aggregate Rs. 93-51 
lakhs. Under rolling stock, provision 
is made for the replacement of eight 
obsolete locomotives by four 2-6-4 and 
four 0-4-2 tank engines of I.S.R. stan- 
dard types. Also two goods brake vans 
and 495 ‘‘O”’ type wagons are to be 
purchased. 


B.B. & C.I1.R. 


The corresponding programme on the 
B.B. & C.I.R. covering open line works 
and ,olling stock only, amounts to 
Rs. 70 lakhs, mostly from the Depre- 
ciation Fund. The new open line works 
include the remodelling of Rutlam 
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broad and metre gauge yards (Rs. 44 
lakhs), replacement of workshops 
tools at Ajmer and Parel at 


machine 
a ilar cost, colour-light signalling 
on the Khar-Borivli section and the 


wal of the girders of the Nerbudda 
bridge at Mortakka at a total cost of 
Rs. 25 lakhs, a work to be begun this 
vear, for which Rs. 7 lakhs are allotted. 
Nine ‘‘ YF’”’ class metre gauge loco- 
motives will be turned out of Ajmer 
shops this year. Among goods stock 
cements are 178 ‘‘CR’”’ type 
and 486 covered metre 


e wagons. 


steel 


NEW ZEALAND 


The Railway Estimates, 1937-38 

Che Railway Department has sub- 
nitted for the approval of the Govern- 
went, estimates for expenditure on new 
works, renewals and_ replacements 
during the year begun on April 1, 1937, 

talling approximately £3,500,000. Of 
this large sum, £1,610,000 are required 
£1,427,000 for way 
ind works expenditure, £191,000 for 
signalling and _ electrical equipment, 
£166,000 for workshops and £72,000 for 
road services. 


for rolling stock, 


Rolling Stock Programme 
This programme includes 16 new 
K ’’ class locomotives, 10 for North 
nd 6 for South Island, 92 coaching 
vehicles, and 1,736 goods wagons. Of 


the latter 1,200 will be steel general 
itility open trucks costing £380,000, 


ind a further £105,000 will be spent on 
new livestock wagons for both North 
ind South Islands. A sum of £205,000 
is allotted for electric locomotives for 
the Wellington — Paekakariki and 
Arthur’s Pass—Otira sections, and for 
multiple-unit stock for the Welling- 
ton—-Johnsonville line; £150,000 is in- 
cluded to cover the cost of new rail- 
cars. 

Way and Works 

To complete the doubling from Auck- 
land to Frankton junction, £180,000 
ire budgetted for work on the Papa- 
kura—Horotiu section, including in- 
creased siding accommodation. A 
similar sum is also required for the 
Turakina—Okoia deviation near Wan- 
ganui, as well as £150,000 and £105,000 
respectively for the new stations and 
yards at Christchurch and Wellington. 
Signalling equipment for the above 
doubling is estimated to cost £40,000, 
and £52,000 are required for safety 
appliances on the Stratford—Okahu- 
kura—Taumarunui line. An allotment 
of £159,000 for bridge strengthening 
and renewal, including overbridges, is 
also foreshadowed, and £80,000 are 
allowed for grade easements on various 
sections. 


Buildings and Workshops 
No fewer than 300 new houses are 
to be built at different stations at a 
cost of £230,000 and a sum of £13,000 
is allocated to provide hot-water sys- 
tems in railway houses. On buildings 
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and plant at the various workshops 
£166,000 are to be spent, including 
£34,000 at Otahuhu, £63,000 at Hutt, 
£43,000 at Addington and £16,000 at 
Hillside. In addition £40,000 are pro- 
vided for railcar sheds. 


Other Works 

The programme also includes many 
improvements at stations throughcut 
the system, such as remodelling schemes 
at various places, extensions of cross 
ing loops to take the longer trains 
handled by more powerful locomotives, 
improved stockyard facilities for 
handling livestock, better access for 
passengers where required, water ser- 
vice improvements, more up-to-date 
facilities at locomotive and car and 
wagon depots, new and improved goods 
sheds, new turntables to teke larger 
locomotives in the South Island, and 
improved telephone facilities and 
safety appliances in various parts of the 
Dominion. 


FRANCE 


Level Crossing Replaced by Bridge 
in One Night 

At Le Bourget, near Paris, a level 
crossing .was recently replaced by a 
steel under-bridge in a single night be- 
tween the hours of 9 p.m. and 6.30 
a.m. The operation was carried out by 
a crew of forty men. The _ bridge, 
weighing 80 metric tons, had been 
assembled alongside the crossing. It 
was slid into position over the cross- 
ing, the rails of the double track laid 
and adjusted, and the operation was 
complete at the indicated time. The 
first train passed over the bridge at 
7.45 a.m. The length of the bridge is 
72 ft. and the width 26 ft. 6 in. All 
parts of the structure are welded, so 
that there are no rivets. 


GERMANY 


The End of the ‘‘ Lauenburg 
Privilege ”’ 

On March 31, 1937, the so-called 
‘* Lauenburg Privilege ’’ was abolished, 
an object for which the German rail- 
way authorities have been striving for 
some time, and the 12°3-km. (7-6-mile) 
section of the Reichsbahn between 
Lauenburg, in Schleswig-Holstein, and 
Biichen, on the Berlin—Hamburg main 
line is now operated under the same 
conditions as the rest of the system. 
When the latter line was promoted in 
the early ‘forties, the citizens of 
Lauenburg, then in the Duchy of that 
name attached to the Danish crown, 
wished it to pass through their town, 
but the company favoured a more 
northerly route on grounds of cost. 
Christian VIII of Denmark decided that 
the company might adopt it provided 
the Lauenburgers were given something 
in return, and eventually decreed this 
should take the form of free travel for 
them over a branch line, to enable 
them to reach the main line. 

Attempts to exchange this privilege 
for a monetary compensation to the 
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town failed, and this peculiar state of 
affairs has lasted to the present year, 
unaffected by the wars of 1848 and 
1864, and the founding of the German 
Empire in 1871. Indeed the original 
privilege was actually enlarged in 1883, 
when the town succeeded in getting it 
extended to any goods sent over the 
branch by a citizen, and as recently as 
1932 it was advancing further claims, 
one being that a platform ticket taken 
at Lauenburg should entitle one to 
travel to Biichen and use the platform 
there, without any intention to travel 
on the main line. [Further facts about 
these unusual facilities were given in 
our issue of June 1, 1934.—Eb. R.G.] 


SWITZERLAND 


Further Details of the Jungfrau 
Snowplough 

In our issue of March 5, we gave 
some brief details of the new rotary 
snow plough in service on the Jungfrau 
Railway, but have now received some 
fuller notes on the subject from Switzer- 
land.—Ep. R.G.| In the course of 
the first 1} miles from Kleine Scheidegg, 
the line rises from 6,767 {t. to 7,617 ft. 
above sea level, a climb of 850 ft., 
mainly on a broad spur of the Eiger 
that is exposed to blizzards. The re- 
maining 44 miles to Jungfraujoch are 
in tunnel, The standard locomotives 
that propel the plough have two motors 
connected in cascade to facilitate low- 
speed running of from 1 to 14 m.p.h. 
for snow clearing. The tractive power 
is sufficient to start a train of 32 tons 
with plough on a 1 in 4 grade, on the 
first resistance step of the controller. 

The twin 6-bladed snow wheels have 
a circumferential speed of 72 ft.p.s. 
and are coupled to two completely 
enclosed 650-V. motors with double 
squirrel-cage rotors of 150 h.p. con- 
tinuous, and 250 h.p. maximum rating. 
The motors are started by a controller 
through a starting transformer. The 
no-load starting amperage is 340, and 
the aggregate load for the two motors 
at their normal rating is 264 A. Pro- 
tection from overload is provided by a 
double pole automatic circuit-breaker 
which may also be operated by hand. 
The current collector of the plough is 
connected by cable with the twin col- 
lectors of the locomotive. A separate 
transformer supplies current at 110 V. 
for lighting, and at 36 V. for a power- 
ful headlight. The heating system is 
fed direct from the contact wire at 
650 V. Communication between the 
snow plough and locomotive crew is by 
electric signals. 

At a normal speed the plough can 
remove nearly 4 cu. yd. of snow per 
second either to the left or to the right 
as desired. With a normal angle of 
discharge of 55 degrees, snow is thrown 
to a height of about 17 ft. and toa 
distance of nearly 50 ft. The plough, 
which was only put in service towards 
the end of February, has already proved 
its worth during the exceptionally 
heavy snowfalls of March. [See illus- 
trations on page 910.—Epb. R.G.] 
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YyESCRIPTIONS of the modifications made and the re- 
sults obtained by the Paris-Orleans Railway with its 
Pacific type locomotives have appeared from time 

to time in recent years in THE RatLway GAZETTE,* and 
some specimen indicator diagrams from one of the modi 
fied locomotives were reproduced in The Railway Engineer 
in October, 1931. Last year, however, M. André Chapelon 
contributed a paper to the Société des Ingénieurs Civils 
de France, which has recently been published separately 
in excerpt form, and in which a complete and detailed 
account is given of what is now revealed as perhaps the 
most systematic piece of experimental development work 
in the history of locomotive design, at any rate since the 
Altoona tests of the Pennsylvania Railroad. The latter 
were, however, tests primarily for the provision of data, 
and as such were perhaps of greater use to the student 
of locomotive efficiency than M. Chapelon’s paper, which 
is concerned principally with results, but with results so 
systematically analysed that they should afford information 
of fundamental value to other locomotive designers. 

The genesis of these experiments, as recounted by M. 
Chapelon, awakens lively interest at the outset, for the 
circumstances suggest many parallels. The Paris-Orleans 
Company built these Pacific locomotives in 1909 for the 
Bordeaux line, and would probably have been satistied 
with them but for the fact that they had reproduced in 
1903 the Nord De Glehn Atlantic design, and comparison 
of the performance of the new engines with those which 
had made the Atlantic so famous made it clear that pro 
gress was not such as might be expected in view of the 
increase in dimensions. It is to the credit of the French 
designers that they realised from the outset the direction 
in which the lost energy was to be recovered. Examina- 
tion of the indicator diagrams revealed the existence of 
considerable throttling at admission, high back-pressure, 
and loss of pressure in the low-pressure receiver, whilst 
temperature measurements showed that practically no 
superheat was left in the steam by the time it reached 
the low-pressure cylinders. It may safely be said that 
the first two, and in particular the second, of these causes 
account for most of the other cases of disappointment 
from enlarged designs which come to mind. Some simple 
calculations based on the thermodynamics of the Rankine 
convinced the French authorities that instead of the 
actual indicated horsepower of 1,850 obtained at high 
speeds trom the Pacifics, it ought to be possible to get 
3,000 i.h.p. under similar conditions. Such an enormous 
disparity affords room enough for striking results, and 
it once gives an explanation of the seemingly miraculous 
performances recently set up in France. 

The measures by which the desired result was achieved 
are already known in general outline—the use of poppet 
valves (actuated by Walschaert gear), a new form of 
superheater giving a higher degree of superheat, the Kyl- 
chap double exhaust, the Nicholson siphon, and the pro- 
vision of steam passages and chests of ampler dimensions. 
It is to the last-mentioned that attention may first be 
speciaily directed, for without it the advantages of the other 


cycle 


* See THE RaiLway GAZETTE of May 8, 1931, p. 705; Apr. 8, 
1932, p. 524; July 14, 1933, p. 48; Sept. 1, 1933, p. 319; July 27, 
1934, p. 149; Nov. 29, 1935, p. 912; Jan. 22, 1937, p. 153. See 
ilso The Railway Engineer, Oct., 1931, p. 395 
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applications would be largely nullified. M. Chapelon 
recalls that an old rule of D. K. Clark laid down that 
the volume of the high-pressure steam chests should be 
equal to that of one cylinder. This rule had long been 
forgotten till the Nord Company had proved once more 
its value in some tests in 1897. It was decided to double 
the cross-section of the steam passages, increasing the ratio 
of their cross-section to the area of the piston from 1/10 
to 1/5. Calculation indicated that an increase of 
ratio to 1/7 would be sufficient to give the 25 per cent. 
increase of power expected from this means alone—an 
increase representing also a corresponding gain in effici- 
ency, since the quantity of steam entering the engine 
would remain the same. To be on the safe side, however, 
the steam passages were made virtually as large as pos- 
sible, and the other parts of the steam circuit were modi- 
fied correspondingly. 

As regards the high-pressure side, the cross-section of 
the main steam pipe was doubled, and a balanced regu 
lator valve substituted for the usual slide-valve regulatoi 
with a jockey valve. In this connection M. Chapelon 
makes it clear that the purpose of the change was not 
merely to enlarge the steam opening of the valve, but to 
discourage drivers from working the engines with restricted 
regulator openings and late cut-offs. The design of regu 
lator adopted opens brusquely, and thus renders anything 
equivalent to the traditional “‘ first regulator ’’ method 
of driving almost impossible. M. Chapelon first points 
out that it is irrational to stress the boiler continually to 
a certain pressure of which use is not made, and secondly, 
that, when the design of the engine has been brought to 
a state of efficiency as in the case of the modified Pacifics, 
the theoretical increased loss at exhaust due to throttling 
at the regulator valve becomes an appreciable loss in 
actual practice, amounting to 12 per cent. in a particular 
case where the loss was measured. 

The first point in the study of the more important losses 
at admission to and exhaust from the cylinders was the 
realisation that the steam opening given by the piston 
valve should be reckoned only as the area of the open- 
ings on that half of the piston valve nearest the cylinders. 
Proceeding from this basis separate locomotives repre 
sented the following successive steps in the improvement 
of the steam openings, the modifications being confined 
to the low-pressure cylinders: plain slide valves; trick 
slide valves with double admission; piston valves; poppet 
valves; piston valves with extra long travel (73 inches); 
Willoteaux piston valves with double admission and double 
exhaust; and poppet valves of enlarged type. The geo- 
metrical cross-section of the steam passage given by each 
type of valve is plotted for various cut-offs both for ad 
mission and exhaust and the curves are reproduced in 
Fig. 1 as they demonstrate so clearly that attention to 
the design and dimensions of the valves is no less im 
portant than the type of valve chosen. It will be noticed, 
for example, that the piston valve with 73 inches travel 
gives a better opening than the original type of poppet 
valve. 

In his study of the effects of these modifications M. 
Chapelon draws attention to one aspect of particular in- 
terest, namely, the maximum power which can be de- 
veloped by the engine, independent of the quantity of 
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resistance to its passage and by so arranging the discharge 
that the maximum quantity of gases is drawn through the 
tubes for a given quantity of steam exhausted. The 
Kylchap blast pipes adopted achieve this by principles 
now well known and understood. The Houlet super- 
heater also contributed to this part of the gain by reducing 
the resistance offered to the of the gases through 
the superheater tubes. 

Little reference has been made so far to the fact that 
the locomotives concerned work on the compound prin- 
ciple. A good deal of the analysis, however, is directed 
towards an understanding of the conditions required to 
secure an equal distribution of the work between the high 
pressure and low-pressure cylinders, with the minimum 
loss due to workless expansion between the two stages. 
The principles involved are not new, and one is bound 
to reflect on the effect it would have had on locomotive 
practice in the past if they had been properly understood 
in the first place. It can be said without hesitation that 
extravagant passing from the high-pressure to 
the low-pressure cylinder have been the cause of failure 
of many compound locomotives in the past. M. Chapelon 
considers that with modern conditions of steam pressure 
and temperature it is essential to use the compound prin- 
ciple in order to extract the maximum of the power avail- 
able in the steam above atmospheric pressure. 

[In conclusion it should be made clear that 
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review of M. Chapelon’s paper such as this, is bound to 
be superficial; there is no way of assimilating the results 
of this long and systematic series of experiments except 


by close and lengthy study of the original paper. Such a 
study will repay itself generously, however, for it will 


show how many of our existing locomotive types, which 
are not of the most modern design but have still many 
years of useful life before them, might be modified so as to 
make them as powerful at high speeds as the largest designs 
of all but the most recent years. Already the Nord Com- 
pany has shown what can be done by modifying a de 
Glehn Atlantic—a type already distinguished by its 
efficiency, and indeed the inspiration of these experiments. 
The possibilities of improvement of some of our corre- 
sponding British designs must be even greater, and that 
may mean a doubling of their power capacity at express 
speeds without any increased fuel consumption. 

One point remains to be mentioned. Many of the tests 
from which the data in the paper were compiled were made 
on the track under constant conditions by means of a dyn 
mometer car and a brake locomotive. The paper provi: de 
impressive evidence of the value of such tests in conjunctir 
with stationary plant tests. It is safe to add, also, that so 
valuable an analysis of the effects of the modifications 
under investigation would have been quite impossible by 
the ordinary method of testing under service conditions as 
hitherto practised in this country. 








An Interesting Quadruple Junction 


In Mr. S. Barter’s article on the flying junctions on 


the Southern Railway a diagram appeared on page 750 


of our issue of November 6, of what is probably, in some 
respects, the most interesting of all, that known as 
Gloucester Road junction, Croydon. We are now able 
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to reproduce below a complete diagram of the 


showing some special signalling features. The 
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of 52 levers, opened in 1903, stands near the bridg 
where the East Croydon spur from Norwood Fork passes 
below the Victoria to East Croydon main line. It replaced 
of 13 levers, built in 1864, called St. James’s junction, 
distinction of working four double line junc- 


one 
and has the 


tions, within a short distance of each other, and a cross- 

ever. Incidentally, there was originally another crossovei 
; here. 
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RAILWAYS AND 
ROAD TRANSPORT SECTION 


This section appears at four-weekly intervals 


Goods Licences of Subsidiary Companies 


iY VERY useful provision of the Road and Rail Traffic 
. Act, 1933, is that of section 12 which enables a 
holding company to hold in its own name 
for the goods vehicles of its subsidiaries. 
is no comparable facility in respect of passenge1 
buses and coaches. Both the Pickfords and Carter, Pater- 
son groups have taken advantage of the permission 
iecorded by this section, and subject in a few cases to 
completion of formalities (e.g., Carter, Paterson & 
( Ltd. and its subsidiary Karriers Parcels Delivery 
Limited), all the goods licences of these railway-owned 
ips are now held by the Hay’s Wharf Cartage Co. 


1} 


the licences 
Incidentally, 


Ltd. (the Pickfords parent) and by Carter, Paterson & 
( Ltd. It should be noted that this section of the 
Act gives its own definitions to the terms 

holding ’’ company and “ subsidiary "’ com- 


pany, which imply considerably more nearly 
complete ownership by the former of the equity 
of the latter than in common business parlance. 
fhus, for this particular purpose a_ holding 
company is defined as one which is “ the bene 
ficial owner of not less than 90 per cent. of the 
issued share capital of another company ”’ 
ind, of course, a subsidiary is one of which not 
less than 90 per cent. of the capital is in the 
beneficial ownership of the holding company. 
Shares held by subsidiaries in ‘‘ grand-daughter ”’ 
companies are treated as if they were in the 
ownership of the parent of the group, and thus 
the Hay’s Wharf Cartage Co. Ltd. is enabled 
to hold the licences of both its direct subsidiaries 
and also those of Pickfords Limited. 


Passenger Transport on Tyneside 


6 OME interesting comments on the recently- 

issued report of the Royal Commission on 
Local Government in the Tyneside Area were 
made by Mr. R. J. Howley when he presided 
it the meeting of the Northern General Trans- 
port Co. Ltd. He was disappointed, he said, 
when he read what the Royal Commission had 
to say with regard to public passenger transport, 
for its examination of the problem seemed to 
have been somewhat cursory; and it discharged 
its obligation by recommending an inquiry by 
the Minister of Transport into the matter of the 
establishment of a passenger transport board. 
In the area as a whole with which the Roya! 
Commission was concerned the Northern General 
lransport Company provides most of the pas- 
senger road transport services, and Mr. Howley 
stated that there was probably less waste in 
duplication of services and competition in this 
irea than in many other parts of the country, 
ind any duplication which did exist was 
rapidly disappearing under the expert super- 
vision of the Area Traffic Commissions. A 
point is made in the report of the neces- 


gear supplied by the Butterley Co. Ltd. to the L.M.S.R. 


sity of connecting up the bus. stations in New- 
castle, so that the comparatively few through passengers 
may change from one service to another with as 
little inconveniencs This point, said Mr. 
Howley, the Northern General Company would certainly 
discuss with the representatives of the City of Newcastle 
and the Chairman of the Area Traffic Commissioners, with 
a view to improving the public travel facilities without 
inconveniencing the general public using the streets of 
the city. The Northern General investments in subsidiary 
companies now amount to £692,206, an increase of 


as possible. 


£42,350 during the past year which is due principally to 
the purchase of almost the whole of the issued ordinary 
shares of the Tyneside Tramways & Tramroads Company. 
The Tynemouth & District Transport Co. Ltd., which 
abandoned its tramway some years ago and substituted 








Two views of an all-steel lorry body with both side and end tipping 


It is mounted 
on a Karrier chassis 
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bus services, has now recovered from the dislocation which 
the change-over involved, and the bus business comes up 
to expectations. The Sunderland District Omnibus Co. 
Lid., another subsidiary, has also done well during the 
past year; and Wakefield’s Motors. Limited, a business 
acquired from the L.N.E.R., has been brought—with some 
difficulty—to a profit-earning condition. 


Motor Vehicle Regulations 


‘(HE Minister of Transport, under powers conferred on 

him by the Road Traffic Act, 1930, has issued in Statutory 
Rules and Orders 1937, No. 229, a number of new regula- 
tions, cited as the Motor Vehicles (Construction and Use) 
Regulations, 1937. These involve, among others, a num- 
ber of new stipulations regarding the operation of public 
service vehicles. In many cases, however, the new re- 
quirement does not come into immediate effect. Foi 
instance, In future each wheel of a heavy vehicle must 
carry a mark indicating the maximum nominal section 
of tyre for which the wheel is designed. This must in no 
case be cxceeded, but the order takes effect only from 
October 1, 1938. Again, the braking regulations, which 
require systems to be independent of the engine turning 
over, or, in the case of servo brakes, the provision of a 
device to warn drivers of impending failure in the vacuum 
or pressure reservoir, come into force only as from Octo- 
ber 1, 1943, and October 1, 1942, respectively. New 
vehicles, however, will have to conform with these new 
regulations as from April 1, 1938, and October 1, 1937. 
A more immediate requirement coming into operation 
on October 1 of this year, is the equipping of vehicles with 
instruments indicating whether a vehicle is exceeding the 
speed limit. Among other regulations, there are included 
. number relating to windscreen wipers, safety glass, warn 
ing instruments, trailer plates, and lavatories. Perhaps the 
most controversial regulation is that empowering any 
police constable in uniform, and any person for the time 
being appointed by the Minister of Transport as a Certify- 
ing Officer or Public Service Vehicle Examiner under th« 
Road Traffic Act, 1930, or as an Examiner under the Road 
and Rail Traffic Act, 1933, who shall produce his 
authority if required, to test and inspect either on a road 
or, subject to the consent of the owner of the premises, 
on any premises where the vehicle is, any brakes, silencers, 
or steering gear fitted to a motor vehicle or trailer. 


The London Busmen’s Strike 


We referred in our issue of April 9 (page 711) to the 

decision of the Transport and General Workers’ 
Union to give one month’s notice to determine the agree 
ment with the London Passenger Transport Board in regard 
to the rates of pay and conditions of service of the bus 
drivers and conductors employed by the board in the 
Central Area. The main issue in dispute centres on th 
length of the working day, which the union seeks to reduc: 
from 8 hours to 7} hours. The board replied that the 
time spent on the average day in the actual driving and 
conducting of the buses was only 6 hr. 4 min. at the 
present time, and that the effect of curtailing the working 
day by half an hour, as demanded by the union, would 
be to reduce this effective driving and conducting time by 
almost a corresponding amount. If to this time wer 
added the allowances for signing on and off, for standing 
and other incidental duties, the average hours of work 
did not exceed 7 hr. 9 min. on any day, and if the spread 
over time, including meal relief, waiting, and all othe1 
time spent on the duty were added together, the tota! 
amounted only to 8 hr. 3 min. daily, if long and short 
terms of duty were averaged together. The board’s state- 


ment also said that the present average weekly eariings 
of a Central Area bus driver amounted to £4 14s. 2d. 
and those of a conductor to £4 7s. Id. 

Further negotiations between the parties proved unavail- 
ing and when the agreement was about to expire the 
Ministry of Labour intervened. Strenuous efforts wer 
made for five days by Mr. F. W. Leggett, C.B., acting 
on behalf of the Ministry, but without success, and on 
Friday afternoon, April 30, the men, numbering twenty- 


five thousand. were instructed by the union to 
cease work at midnight. Saturday and = onwards 
were therefore entirely without services of Central 
Area buses, but trams and_ trolleybuses continued 
to run. Immediately the Minister of Labour, unde 


the Industrial Court Act, 1919, appointed a Court 
of Inquiry with the following terms of reference: lo 
inquire into and report upon the question of hours of 
work, working conditions, and the circumstances of the 
employment of drivers and conductors on the London 
Central Omnibus Service and the matters in issue between 
the London Passenger Transport Board and the Transport 
ind General Workers’ Union.’’ The Court consisted of : 

Mr. John Forster, barrister and deputy-umpire under 
Unemployment Insurance Acts (Chairman); 5ir Arthur Pug 
Chairman of the Trades Union Congress in 1925, and Gr ‘ 
Secretary of the Iron and Steel Trades Federation from 1917 
until last January; and Mr 3asil Sanderson, Chairman of the 
Shipping Federation’s Executive Council in 19384, and { 
same time Chairman of the National Council of Port Lal 
Employers 

The Court began the inquiry in public on Monday 
last, May 3, at the Middlesex Guildhall. Lord Ashfield 
(Chairman), Mr. Frank Pick, and Mr. John Cliff repr 
sented the London Transport Board Mi 
Ernest Bevin, General Secretary of the Transport and 
General Workers’ Union, was accompanied by Mr. Harold 
Clay, of the Passenger Group, and fifteen members of the 
Central Bus Committee. In his opening statement M1: 
Bevin spoke for over four hours and then evidence was 
called by the union. In reply to a question in the Hous 
of Commons cn Monday, the Minister of { 


Passenger 


Labout stated 


that he could not say when the Court would report. 


Provincial Busmen’s Hours 


S the public requires bus services on seven days a week 
the working arrangements of a busman must neces 
sarily be different from those of a factory worker. Th: 
busman must be at work before the public he carries, ait 
has to close down for the day after he has carried the 
public hoine from the kinema, theatre, and restaurant. 
These considerations apply, of course, to ail passenger 
transport workers, but, whereas railway employees—serv- 
ing a railway day of 24 hours—have long been organised 
in shifts of periods agreed as the result of the extensive 
experience of both employer and trade union, the posi- 
tion in the bus industry is different. In the first place, 
there are few undertakings with a total working day of 
more than 18 hours; all-night buses and night coach 
workings constitute but a small section of any business. 
Secondly, there have been in the past many examples, 
especially among smaller undertakings, of unduly long 
hours for the men and of shifts where the men’s working 
day had a long idle period midday and was thus spread 
over many hours. Even now there is no uniformity of 
procedure with duty schedules outside London, but the 
large bus companies are rapidly improving conditions as 
far as the difficulties of provincial operation permit. 
It is therefore to be regretted that (quite independently 
of the strike of the London busmen) unofficial strikes by 
bus employees are taking place in various parts of the 
country, the men demanding better hours and pay. The 
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strikes, Which have net received the support of the trade 
union, began on April 14 on the Maidstone & District 


Motor Services Limited and have since spread to Essex, 
Bedford, Northampton, Oxford, and Yorkshire. They are 
beiig conducted by the Central Combine Busmen’s Strike 
Co nnittee, which had its headquarters at Chelmsford, 
n Monday last moved to Oxford. 
king recently at the annual meeting of the Trent 
Motor Traction Co. Ltd., Mr. R. J. Howley, the Chair- 
said of that company ‘“‘ The men are guaranteed a 
ing week of at least 48 hours, taken over an average 
weeks, and spare men a working week of 38 hours. 
platiorm staff receive overtime pay after 54 hours. 
On sundays all men working are paid time and a quarter 
on Bank Holidays time and a half. In addition to 
wages of over 70s. and 65s. respectively, the drivers 
uid conductors with 12 months’ service and over have 
seven, days’ holiday with pay, and they also receive 
uniforms and travelling privileges . . . On busy days split- 
shifts have to be worked which may necessitate some men 
coming on duty two or three times, but this, unfortunately, 
is characteristic of the bus employee’s service.’’ 


The Status of the Diesel Vehicle 


LTHOUGH the rapid advance of the oil engine in 
‘ British road transport has been by no means un- 
trumpeted, few could put a definite figure to the rate of 
increase as a whole or to the wider application in certain 
classes. If for no other reason than that it gave such 
information, section 7 of the Progress Bulletin for 1936 
just issued by the Diesel Engine Users Association, would 
have been valuable, but it contained also: figures as to the 
mileage and repair of various engine constituents which 
should be of material assistance to operators. In so far 
is the year 1936 was concerned the increase in oil-engined 
passenger vehicles was maintained, but there was some 
falling off in the goods vehicle class. The most striking 
idvance in the passenger vehicles was in the 49-56 seater 


buses, and municipal operators must surely be in the lead, 
for, as long ago as last June, 37 per cent. of their fleets, 
represented by 2,586 vehicles, were driven by oil engines, 
and large orders for new additions or replacements have 
been made since. Compiled from the fifth annual reports 
of the Traffic Commissioners (year 1935-36) the following 
table shows the increases in oil-engined passenger vehicles 
in the various areas :— 


Traffic Area 1935 1936 Increase Increase 

pe y cent 
Northern Ss ea 64 186 122 191 
Yorkshire = 250 737 487 195 
North Western oa 656 904 248 38 
West Midland is 145 336 191 132 
East Midland = 70 223 153 218 
South Wales xs 327 541 214 65 
South Eastern a 80 265 185 231 


Fewer than 19 per cent. of the hackney vehicles at work 
were propelled by oil engines, but in the 49-seater and 
over class, 35 per cent. of the vehicles had oil engines. 
Similarly, only 2 per cent. of the goods vehicles on British 
roads were diesels, but 30 per cent. of those above 5 tons 
capacity used oil engines. It is apparent that oil-engined 
buses and lorries have received a setback by the imposition 
of the heavily-increased taxation on fuel oil in 1935, so that 
only the heavier classes of vehicle and those covering 
large mileages can show a tithe of the possible advantages. 
As Mr. W. Vane-Morland, the Manager and Engineer of 
the Leeds Municipal Transport undertaking, said at the 
discussion of this Progress Bulletin on April 14, the ques- 
tion is entirely a political one, for taxation might be in- 
creased up to a point where the only advantage the oil 
engine could show would be the humane one of reduced 
fire risk. Mr. Vane-Morland gave strong support to the 
oil-engined vehicle as a thoroughly competent and reliable 
proposition which could save large sums of money in a 
year, and his testimony had particular value in that Leeds 
is one of the largest municipal users of oil-engined buses 
in the country, and that he himself was a pioneer in the 
introduction of such vehicles. 








A “ Sturdy 


OHN I. THORNYCROFT & CO. LTD. has recently 
J added to its ‘‘ Sturdy ’’ range a tractor unit classified 
as the ‘‘ YE/TC4 tractor.’’ This new chassis, priced 

it £400 at the works, has been designed for use with any 


of the well-known makes of articulated trailers, so that 


” Tractor 


the unladen weight with platform or hinged-sided body- 
work is under 4 tons. The engine develops up to 60 
b.h.p. with a low fuel consumption. The worm-driven 
rear axle is noticeably sturdy in construction, and the 
deep-section frame with ample cross members at the points 
of maximum stress provides excep- 
tional rigidity and strength to the 
whoie structure. Further, the 
latest design of radiator and front 
end has resulted in an improved 
appearance. The principal 
dimensions and details of the 





eowverne* 





chassis and engine are as fol- 
low : — 

4-cyl. petrol 
24-03 h.p. 


Engine type 
R.A.C. rating 


Wheelbase 10 ft. 
Turning radius 22 it. 
Overall length 16 ft. 11 in 
Overall width 6 ft. 7 in. 
Tyre equipment. . 32 in. x 6 in. 
R.2s9., 


twins rear. 
Petrol tank capacity 20 gal. 
Unladen weight of chassis 1 ton 19 cwt. 
Total 
laden weight of trac- 
tor and attachment 10 ton 5 cwt. 


permissible gross 








900 THE RAILWAY GAZETTE 


May 7, 1937 


Railways and Road Transport Section 


Roads and Their Users 


Some illuminating figures compiled from official sources by the British Road Federation 


THE British Road Federation was formed in 1932 to 

promote and protect the interests of all persons con- 
cerned in the construction or use of roads, and member- 
ship is limited to associations and trade organisations, of 
which 49 were members in March last. One of the useful 
services rendered by the federation is to produce an annual 
publication under the title of ‘‘ Road Notes, Great 
Britain ’’ for the purpose of indicating the growing impor 
tance of the road transport industry, and the recently 
issued 1936-7 edition is now before us. The relevant 
statistics have been obtained from a variety of sources, 
including the Ministry of Transport and Ministry of Labour 
returns, railway companies’ annual accounts and publica- 
tions, Traffic Commissioners’ reports, &c. After extract- 
ing particulars from all these sources and making estimates 
under those heads where actual figures are not published, 
the federation reaches the conclusion that the number of 
persons engaged in the maintenance and operation of 
road transport and in road construction and maintenance 
is 1,287,000 as compared with 682,000 employed on the 
railways, in manufacturing rail equipment, and in pro- 
ducing coal for railway use. The number of persons in- 
cluded in the railway total as engaged in manufacturing 
rail equipment, however, refers only to those engaged 
on the construction and repair of railway carriages, 
wagons, and so forth, and omits entirely the very 
large number employed in meeting the very heavy 
requirements of the railways for steel rails (259,000 tons), 
bricks (19,000,000), paint and varnish (10,000 tons), cloth 
(2,000,000 yards), and other materials such as iron and 
steel work, timber, and ballast. 

Public service vehicles such as buses, trams, and motor 
coaches carried in the twelve months 1935/6 over 9,997 
million passengers as compared with 1,688 million passen- 
gers conveyed by the railway companies; the former in- 
cludes the L.P.T.B. carryings by buses, coaches, and 
trams, amounting to 3,058 million. Of course, the 
average distance that passengers travelled by railway was 
considerably longer than by road. These figures do not 
include private cars which increased from 683,913 in the 
twelve months ended September, 1926, to 1,642,850 by 
September, 1936, a remarkable increase which has been 
due largely to the increasing popularity of small cars. On 
this point the Ministry of Transport census figures quoted 
show that the number of cars of 10 h.p. and under rose 
from 365,959 in 1932 to 842,514 in 1936, while cars of 
over 10 h.p. increased only from 761,722 to 800,336 in the 
same period. Should this extremely rapid increase in 
the number of private cars continue, as it may well do 
having regard to the greater national prosperity, its prob- 
able effect on both railway and bus carryings, especially 
during the summer holiday season, cannot be ignored. 
Particulars are also given of the railway companies’ finan- 
cial interests in omnibus operating companies, which ex- 
ceed £93 million, and it is stated that the number of 
passenger vehicles thereby controlled is about 15,000. 

So far as the goods transport industry is concerned, 
‘“ Road Notes, Great Britain ’’ shows that of the 468,861 
vehicles licensed at April 30, 1936, 91,567 were operated 
under ‘‘ A’”’ licences, 53,061 under ‘‘ B’’ licences, and 
324,233 under ‘‘C”’ or private carriers’ licences. Of 
these, the railway companies owned 9,062 vehicles witb 
‘‘ A’ licences, 78 with ‘‘ C ’’ licences, and 5,000 trailers. 
The railway companies are also extensive users of horse 
transport and employ 13,125 horses and 25,217 horse 


drawn vehicles. These are gradually being replaced by 
motor vehicles, largely of the mechanical horse type, which 
now number 2,803. The railway companies have in- 
vested about £4,000,000 in road haulage concerns such 
as Pickfords, Carter Paterson, and other companies 
which, the federation estimates, operate something like 
2,500 motor lorries and 600 trailers. 

With regard to the contribution of motor transport to 
highway expenditure, the federation contends that for 
many years past the cost of constructing and maintaining 
the roads has been considerably less than the yield of 
motor taxation. In support of this contention it quotes 
figures showing that for the twelve months 1935/6, the 
yield from vehicle, petrol, and diesel-oil taxation, and 
driving licences amounted to £71 millions as compared 
with £55 millions expended on the roads. Of the £71 
millions, only £25,775,000 was paid in to the Road Fund, 
and the remainder was absorbed by the Exchequer. From 
the amount received by the Road Fund, £12,900,000 was 
paid out in direct grants to the roads, £6,450,000 to the 
local authorities, and £1,580,000 in administration ex- 
penses, leaving a balance of £4,470,000 which was appro- 
priated by the Chancellor of the Exchequer in the Finance 
Act, 1935. To make up the total sum of road costs, there- 
fore, local ratepayers were called upon to make up the 
balance of £34 millions. The Finance Act, 1936, how- 
ever, laid down a new system under which the Road Fund 
will no longer receive the bulk of the proceeds of the 
motor vehicle licence duties, but will be paid only so 
much as is voted from year to year by Parliament. The 
roads will thus become, like other public services, subject 
to annual estimates and the whole yield of motor taxation 
will accrue direct to the Treasury. 








THE Devon GENERAL MANAGEMENT.—Following the 
resignation of Mr. Reginald G. Porte, General Manager of 
the Devon General Omnibus & Touring Co. Ltd., some 
interesting changes have been made in the form of manage- 
ment of the company. Mr. Frank B. Low, the Secretary, 
has been appointed Secretary and Manager, but will con- 
tinue to make his headquarters at the company’s London 
office, and Mr. W. H. Geere, formerly Assistant Manager, 
has been appointed Local Manager at Torquay. Mr. Low, 
after being educated at Malvern College, was for six 
years a pupil in Harland & Wolff’s marine engineering 
works at Belfast. He joined the British Electrical Federa- 
tion Limited in 1929 and has been Secretary of the Devon 
General Company since 1933. 








Publications Received 


The Automobile Association Handbook Supplement, 
1937-38. London: The Automobile Association, Fanum 
House, New Coventry Street, W.1. 7}in. x 4} in. 404 pp. 
Map illustrations. Issued free to members of the Automobile 
Association.—The 1937-38 issue of the ‘“‘ A.A. Handbook 
Supplement ’’ gives particulars, in a form convenient for 
carrying in the pocket or tucking away on the vehicle, of 
over 400 recommended establishments where road users may 
safely depend upon finding value for money in clean accommo- 
dation and good plain food. The Supplement list is additional 
to that published in the ‘‘ A.A. Handbook ”’ itself and includes 
licensed and unlicensed hotels, boarding houses, farmhouses, 
restaurants, and cafes. A set of page maps considerably 
assists the user of the handbook in identifying areas where 
accommodation may be found. ‘ 
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Road Freight Services in the Free State 


Railhead and direct road merchandise services of the Great Southern Railways 














hie h 1 HERE are approximately 120 railhead services on the Company bought about 200 licences. The Great Northern 
in- § Great Southern Railways in addition to direct road also acquired a proportionate number in the Free State 
uch services which the company maintains in many cases and others were acquired on the joint behalf. There were 
nies in substitution for services previously run by outside 1,409 licences issued in the Free State. The result has 
like hauliers whose licences have been acquired. been that a certain amount of traffic hitherto conveyed 
fhe railhead services were, of course, instituted to give by such hauliers has reverted to the rail, but in many 
: direct transport from door to door as well as to deliver instances such licensees continue to operate vehicles for 
a traffic brought to the railway for conveyance to the ulti- their own traffic, but not for the carriage for reward. 
“ mate destination, and they also serve for local non-rail Cases have occurred where licensees whose licences were 
of traffic in the districts. As in many cases the traffic con- acquired, have evaded the restrictions of the Act by be- 
otes veyed is not dense, the railhead services are not always coming wholesalers. They buy commodities in the cities, 
the paving propositions in themselves. The receipts are com- which they convey on the same route and to the same 
snd piled by allocating to them a proportion of the through destinations as before acquisition, and sell these com- 
red collection-and-delivery rates, or delivery-only rates, as modities direct to the purchaser, adding as profit the cost 
£7] ll as any local charges that may be collected. The of cartage. There are other difficulties in enforcing the 
nd. expenses are furnished by the Road Freight Department law and it will not be surprising to find that additional 
om to the Accountant, who checks and submits them to the legislation is eventually enacted to protect the railway 
was lraffic Manager. In the office of the last named they are companies from any nullifying effect on acquisitions. 
the compared with the receipts and 
ex- if a loss is shown immediate 
ro- investigation follows to ascertain 
nce in what ways the expenses can 
re be brought below the receipts. 
the This is managed by reducing 
Ww- the number or type of vehicles 
nd used, or by the employment 
the of outside licensed motor 
so hauliers who are not bound by 
he the same trade union rates and 
ect restrictions that apply to the rail- 
on way company. In addition, horse 
cartage at the smaller places is 
aed provided where possible and has 
= proved quite satisfactory in many 
he cases. 
of Owing to the telegraphic facili- 
ne ties available, the distribution 
‘e- control of the lorries is organised 
y; in the Traffic Manager’s Office, 
n- but the construction and main- 
on tenance is in charge of the Chief 
Tr, Mechanical Engineer. The direct 
v, road services are controlled by 
ix the Manager of the Road Freight 
1g Department, who also deals with 
2 the payment of the drivers and 
mn helpers. At present the working 
of each railhead and direct road 
= service has been investigated by 
two head office officials who visit 
each station concerned. The con- 
“ sumption of petrol and oil is 
>. checked by the Road Freight 
le Department, and the _ station- 
" masters are responsible for seeing 
Ir that helpers are not employed 
of unless required. 
Vv The Road Transport Act of 
»- 1933 authorised the railway com- 
ul panies in the Free State to pur- 
a chase within a fixed period the Broadstone station, Dublin, which is now used entirely as a garage for road motors 
“ licence of any road haulier to ply of the Great Southern Railways Company. During the beet and grain season the 
A for reward, and during that time company has to provide. for the transit of these commodities, a large number of road 
the Great Southern Railways vehicles, for which only seasonal use can be made. This, no doubt, is one of the 
reasons why the station was closed to trains 
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A Sleeper Bus for Syrian Desert Service 







The complete assembly, comprising a four-wheel diesel tractor and a 14-passenger 


trailer, has a maximum road speed of 65 m.p.h. 
schedule (of 15 hr. against 24 hr.) to be arranged for the Beyrouth-Baghdad service 


ROBABLY no road vehicle has attained more nearly 
to the provision of railway amenities than the light- 
weight air-conditioned sleeper bus of 14 passenger 

capacity which has been delivered by the Edward G. Budd 

Manufacturing Company, of Philadeiphia, U.S.A., to the 

Nairn Transport Co. Ltd., for service in the Syrian desert 

between Baghdad and Damascus. The complete vehicle 

comprises a four-wheel tractor and a sleeper-trailer, and 
actually the construction of the latter follows closely the 
design of railway equipment built by the Budd Company 
of lightweight stainless steel throughout by its Shotweld 





It has enabled an accelerated 





in desert service where the custom is merely to shi 
power and coast to a stop. The bus is equipped with 
the largest-sized Houdaille shock absorbers, and provision 
is made for the application of a large rubber bumper to 
limit the travel of the rear axle. 


Passenger Accommodation 
Generous space is provided for the individual passenger, 
and every compartment, though large enough to seat four, 
is designed to accommodate but two persons. Most of the 
15-hr. ride will be made after nightfall, but there wil! be 


ful i 


{ 


a 


Four-wheel tractor and sleeper-trailer with accommodation for 14 passengers, specially designed and built for accelerated 
Syrian desert service between Beyrouth and Baghdad 


process. The sleeper unit, the first of its type ever built, 
was specially designed to operate under the extreme tem- 
peratures and road conditions encountered in the 600-mile 
desert run, where only 200 miles of the route follow 
made-up road. 

The tractor is equipped with a 150-h.p. diesel engine 
built by the Van Dorn Iron Works, of Cleveland, giving 
a maximum road speed of 65 m.p.h. This will enable 
no fewer than 9 hr. to be cut off the existing schedule 
of 24 hr. between Baghdad and Damascus. The overall 
length of the tractor and trailer is 57 ft. 6 in., and that 
of the trailer alone 36 ft. 8 in.; the overall height when 
loaded is 8 ft. 7 in. The vehicle is fitted with special tyres, 
300 mm. by 20 mm., made by the Firestone Rubber 
Company, which are 10-ply instead of the usual 14-ply, 
and carry a pressure of only 25 to 30 lb.; this is made 
possible by the lightweight steel construction. Two spare 
tyres are carried in the tractor unit. Air brake equipment 
is mounted on the axle, an unusual feature on vehicles 


several hours in both the morning and evening when pas- 
sengers will prefer to sit up. The upper berths are readily 
convertible into double facing seats. The lower rubber- 
mattress cushions of the seats, together with additional 
cushions carried behind the seat backs, are used to form 
the lower berth. Two entrance doors are provided, one 
on the right side and the other in the rear. The 17 
windows are so arranged as to provide two window open- 
ings in every sleeper compartment, and there is also a 
window over the wheel housing and two in the rear. 
The bus is equipped with two lavatories, to which water 
is supplied by one 65-gal. tank mounted at the rear. 
In each washroom there are two ventilators, each approxi- 
mately 5 in. in diameter. Dressing rooms and lavatories 
have been made large enough to give passengers ample 
space in which to dress and undress in comfort. During 
the trip, iced tea, water, coffee, and lunch boxes con- 
taining fruit and sandwiches will be available at all times. 
Baggage is carried in lockers in the forward ,section, 
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where are also lockers to hold thermos bottles and 22 
lunch boxes. On the other side of the vehicle is a large 
locker for linen, pillows, and blankets. 

Because of sand storms, all joints are soldered, 
cemented, or painted, and thoroughly water-tested so that 
they cannot leak or breathe dust. The inside walls are 
of } in. birch plywood, screwed and cemented to the 
battens. The wood floor, covered with linoleum, is 
cemented to the Phemaloid sub-floor, while the cover-pan 
is bolted over the entire bottom surface of the body. 
It is made of 20-gauge galvanised iron, sound-deadened 
with Hydrolin (or Voltex cork cement). The Kapok in- 
sulation is unusually heavy, for under extremes of heat 
and cold, varying from zero to 140° F., the air-condi- 
tioning equipment will reduce the extremely high tempera- 
tures while Caloritic heaters will keep the interior warm 
in cold weather. Between the side lining and the outer 
sheathing there is 3 in. of Kapok with a muslin cover, 
The stainless steel roof and sides form a reflecting surface 
with very low heat absorption. Individual air-condi- 
tioning ducts run to the upper and lower berths. The 
ducts to the lower berths, 2 in. by 3 in. in size, extend 
down to the edge: of the partition between the seats and 
serve as stiffener columns at this point. The air-condi- 
tioning equipment supplies outside air through a grille 
in front of the trailer body at approximately 50 cu. ft. 
a min. for every berth. The firm of Fitz Gibbon & Crisp 
of Trenton, New Jersey, supplied and installed the air- 
conditioning equipment and interior finish. 

This sleeper bus has not yet entered service, but an 
air-conditioned express coach is at present maintaining 
twice-weekly workings (additional to the normal service) 
between Damascus and Baghdad in about 17 hr. On this 
Interior view in Syrian desert bus showtng arrangement vehicle the fare of £7 10s. includes a 10s. express supple- 

for sleeping ment charge. 
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Some Karrier Cob Tractors for South Africa 
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4 short time ago the South African Railways placed an important repeat order with Karrier Motors Limited for 85 Cob 
tractors. This batch of motive units is now going through the company’s Luton works, and our illustration shows the chassis 
erecting shop. All the 85 Cobs for the S.A.R. are to be fitted with the original ““ BK ” type of trailer coupling gear, which 
functions with quickly-detachable trailers that are four-point supported in their detached state. The various trailers which 
are to be employed with these tractors on “ shuttle” services at railheads on the company’s system are to be built locally in 


South Africa 
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New Leyland Titans for London Transport 


The first batch has been delivered of the 100 Titan double-deck buses ordered last 
July from Leyland Motors Limited. They have been assigned the type letters STD 


ONSIDERABLE interest was 
C evinced in July of last year 
when the London Passenger 
Transport Board placed an order 
with Leyland Motors Limited for 
i00 double-deck  diesel-engined 
Titans for its Central Area bus 
fleet, for this was the first occa- 
sion on which the board had en- 3. 
trusted the building of both Sana, 7 ** Py ELLIOT] 
chassis and bodywork of motor- “SR Fe pmCTORIA| 
buses to one manufacturer. Fur- oa 
thermore’ it was the first 
departure from A.E.C. chassis 
so far as orders for double-deck 
vehicles for the Central Area were 
concerned. 
The first batch of the new 
buses, which have been assigned 
the type letters STD, went into 
service on Saturday, April 24, 
on route 52 (Victoria to Mill Hill), 
and one is shown in an accom- 
panying illustration. The view 
below shows others in course ot 
completion at the Leyland works. 
Of the total of 100 diesel-engined 
buses, 90 will have gearboxes and 
10 will be fitted with Leyland One of the first batch of STD type diesel-engined Leyland buses to enter London 
torque converters. All will have ‘Transport service 
the Leyland metal-framed body, 
which will comprise the maker’s standard shell with the | the London Transport interior lighting system incorporating 
customary 56 seats.in the layout. The specification pro- sunken bulbs, duralumin seats with Dunlopillo uphol- 
vides, however, for the interior to incorporate a number stery covered in Rexine, rubber mudguards, and special 
of London Transport refinements. The last-named include handrails. As we announced on page 277 of our issue 
of February 12, the London Pas- 
senger Transport Board has 
decided to allocate the whole of 
these new Leyland buses to the 
Hendon garage, whence they will 
serve the following routes: 13 
(London Bridge—Golders Green); 
28 (Wandsworth Bridge—Golders 
Green); 52 (Mill Hill—Victoria); 
83 (Golders Green—Kew Gar- 
dens); 113 (Hendon Central— 
Canons Park); 121 (Hendon 
garage—East Dulwich); and 183 
(Golders Green—Northwood sta- 
tion). These routes are now 
served by NS, STL, and ST type 
buses. The Hendon garage is 
being extended and altered. 
Our list of the London Trans- 
port bus fleet (published on 
July 31 last) showed in the 
Central Area 121 double-deck 
Segeeee Leyland Titans, of which 112 
were with petrol and 9 with diesel 
engines. These vehicles, acquired 
from independent proprietors, are 
classed as the TD type. 


ane 


Some of the new fleet of London Transport diesel-engined buses with Leyland metal- 
framed bodies in course of completion at the Leyland works 





937 


ndon 


iting 
yhol- 
ecial 
ssue 
Pas- 
has 
e ol 
the 
will 
13 
en); 
ders 
ria); 
rar- 
al— 
don 
183 
sta- 
now 
ype 
is 


ins- 

on 
the 
eck 
112 
ese] 
red 


art 








XUM 


7, 1937 


THE RAILWAY 


GAZETTE 905 


Railways and Road Transport Section 


Methodical Goods Yard Working, L.M.S.R. 





Delivery dray park with one of the drays about to set out on its rounds, Horninglow Street goods depot, Burton-on- 


Trent. 


in its most extensive and most ancient form is that 

concerned with the collection and delivery of rail- 
borne traffic. Ever since railways began, the methods of 
handling merchandise at depots have remained static in 
principle, although machinery has eased the movement of 
heavy consignments. But the general method of trans- 
ferring the average miscellaneous traffic between rail and 
road, and from one wagon to another, has not been 
changed. This handling of goods has added materially 
to the cost of its transport by rail, and with the advent 
of road competition this factor became one that called 


Pages nge cing between rail and road goods services 


Entrance to Horninglow Street goods depot, Burton-on-Trent, with a Karrier motor lorry on the weighbridge. 
tidy condition of the yard. Behind the lorry can be seen a rake of 25 covered wagons ready for direct loading from 
town collection lorries with outwards traffic 


The modernised goods shed, in which the inwards traffic is handled, is seen in the background 


imperatively for attention. The revolutionary scheme of 
goods-depot modernisation recently put into force by the 
L.M.S.R. is therefore of considerable rail and road impor- 
tance. Through its 3,000 stations the company has to 
handle a traffic of which the magnitude may be realised 
from the following statistics of merchandise dealt with 
(excluding Classes 1 to 6) for the year 1936 :— 
28,483,279 tons 
23,630,143. 
111,617,983 __,, 
So far as handling is concerned, this involves the 
employment of approximately 17,600 men, and in addition 


Conveyed .. ss oe e- 
Handled at goods depots a 
Number of consignments handled 
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about 11,250 men.are employed on cartage work, utilising 
7,000 horses and 2,300 motors. The foregoing involves 
an expenditure, including wages, maintenance and working 
costs of horses and motors, of about £5,000,000 per 
annum, a sum substantial enough to warrant the com- 
prehensive scheme which is being carried out to minimise 
handling and barrowing, and to accelerate traffic. 

One noticeable effect of this L.M.S.R. scheme, which 
was fully described in THE RatLway GAZETTE of March 5 
last, is the improvement in the morale of the staff which 
it seems to have engendered. The results achieved 
at depots where the scheme has been completed have 
greatly reduced not only the costs of goods handling and 
the heavy labour of the men engaged in the work, but 
have done this so obviously that the efficiency of the 
working is most conspicuous. The two iilustrations repro- 
duced show a typical modernised L.M.S. depot, that at 
3urton-on-Trent, and with pictures of the old and too 
often chaotic looking railway goods depot in mind, one 
is immediately struck by the tidiness and general air of 
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business and well-being that are conspicuous in these two 
illustrations. 

An important phase of railway goods transport is, of 
course, the delivery from railhead to the consignee, and 
the delivery rounds have, where necessary, been over- 
hauled at the same time as the modernisation scheme came 
into operation. In many instances it has been possib'e to 
reduce the number of rounds. Careful parking arrang 
ments of the delivery lorries after they are charged with 
goods and before they start on their scheduled rounds is 
an important feature, and in the first of the two pictures 
such a park is illustrated. In the second picture a rake 
of covered vans can be seen behind the Karrier lorry on 
the weighbridge. These are placed in position in the 
open as required during the day, and are charged with 
outwards goods direct from the town collection lorries 
as the latter come in loaded from their rounds. Inwards 
traftic is handled inside the goods shed as it has to be 
sorted into the various lorries for delivery to different 
parts of the town. 








East Yorkshire 


RECENT issue of The Leyland Journal included an 
article by Mr. A. R. Goodhall, Chief Engineer, East 
Yorkshire Motor Services Limited, in which he 

described a variety of invaluable garage gadgets and 
equipment which had been made under his supervision, 
for the most part from scrap material. No doubt, as 
Mr. Goodhall pointed out in his article, many of these 
appliances have already been thought of elsewhere and are 
doing splendid service. However, some of our overseas 
readers, who are not so closely in touch with garage 
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A home-made cleaners’ gantry that can be handled 
easily by one man 


methods in this country, may be glad to learn of some of 
these useful devices. 

One of the accompanying illustrations shows a 
typical shadow board for tools. This simple but effective 
device is already in use in some railway shops, but the 
East Yorkshire organisation makes a point of employing 
it in all its depots. Every tool has its place indicated on 
the board by a silhouette in white paint. Thus the 
absence of a tool is immediately apparent. The illustra- 
tion above shows a simple and neat portable cleaning 
platform for double-deck buses, and the third a portable 
battery charger. Since the motor in this latter apparatus 


Garage Gadgets 


gives ample power, a layshaft was added to provide a 
drive to a dynamo, magneto, or electric speedometer 
generator for test purposes. 





Shadow board for tools 


a 









A portable charger enabling batteries to be boosted on 
the spot 
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wo Left : Leyland Tigers, owned by the 
Hants & Dorset Motor Services Limited, 

of a Southern Railway associate, drawn up 

nd in front of the ‘‘ Queen Mary” at 
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Right : One of the latest additions 
to the extensive Leyland fleet of the 
East Yorkshire Motor Services 
Limited. Leylands constitute the 
majority of this company’s vehicles. 
which include about 50 Titan 
double deckers and 140 saloon 
buses and coaches 








Left: The United Automobile Services 
garage at Whitby, which has a floor 
space of 14,400 sq. ft. Features of the 
inspection pits are the curbing and 
lighting. The United Automobile 
Services Limited is an associate of the 
L.N.E.R. We are indebted to the 
British Steelwork Association for the 
photograph of this fine example of a 
modern steelwork garage structure 











XUM 





























THE 


RAILWAY 


Railways and Road Transport Section 


Road and Rail in New Zealand 
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How the New Zealand Licensing Authorities are 
endeavouring to assist rail and road co-ordination 


ECENT applications for the renewal of goods service 
licences along routes competitive with the railways 
have resulted in only short term licences being 

granted. To quote one of the licensing authorities (as 
indicative of their general attitude towards the question): 
‘This short term licence is given with the object of 
enabling the licensee and the Railway Department to 
negotiate with a view to the railways acquiring the whole 
of the business carried on under the provision of that 
portion of the licence which offers serious competition ‘o 
the railway service. The authority is also of the opinion 
that in all cases where the Railway Department can render 
the necessary service such patronage should be given to 
the state-owned service. With this object in view, the 
authority considers itself bound, in the public interest, io 
review such licences at the expiry of the current licensing 
year.”’ 

' “ The authority,’’ the statement continues, “‘ will, of 
course, require every assurance from the Railway Depart- 
ment that such service can be given as will reasonably meet 
the requirements of the public, and that a genuine attempt 
has been made to purchase, at a fair valuation, the busi- 
1ess of the road operator. Having received this assur- 
ance, the authority feels that it will have then to view 
very seriously the question of any renewal of a competing 
road service.”’ The Railway Department, it may be 
added, endeavours to find employment for any road 
operators thrown out of employment as a result of private 
road businesses being so purchased. 

The attitude of the Railway Department, that road 
services should act as feeders and be complementary to, 
and not competitive with, the railways, has been fully 
explained to a commission of inquiry by the General 
Manager, Mr. G. H. Mackley, who in a statement sub- 
mitted said, inter alia, ‘‘ The Railway Department in the 
past has taken, and it will continue to 


delivery is generally performed by feeder carriers uncer 
agreement with the department, the introduction of 
house to house removals, and the institution of truck rates 
and other competitive rates. 

‘“ Exception to the department undertaking services and 
providing facilities such as those just referred to has been 
taken by more than one witness appearing before you 
commission. The department was forced to meet its 
competitors on their own ground. In certain of ih 
evidence tendered it was made to appear that, by extend- 
ing the scope of its activities in various directions, the 
railways, as a state department, had taken an unfair 
advantage of private firms and individuals. Those making 
the statements, however, have apparently overlooked the 
important element of competition. I think it will be 
conceded that the action of this department in instituting 
subsidiary services such as household removals, parcels, 
and goods collection and delivery, and in fixing truck 
rates—all of which activities were introduced or enlarged 
with a view to meeting the onset of competition on common 
ground—was fully warranted and was to a large extent in 
the interests of the non-competitive town and country 
carriers. 

‘““ Business firms and private individuals today favour 
the organisation that involves them in the least trouble, 
and while competitive road services were securing a footin; 
they made every eftort to pander to this human failing. 
In providing the additional facilities of which specific 
mention has been made, the department has merely 
attempted to attain the objective of providing the class 
of service required in order to ward off further competi- 
tion. In view of this I cannot, see that there are any 
circumstances which would justify our ceasing to follow 
the course which experience has shown to be essential to 
the economic well-being of the railways.”’ 











take, a broad view of its rights and 
responsibilities as the national transport 
system, and would gladly collaborate in 
the promotion of any scheme aimed at 
the co-ordination on economic lines of 
road and rail. Owing to the competition 
of which we, and all local carriers, com- 
plain, the department has been unable to 
do much in this direction. Several 
schemes, however, have been adopted, 
but these have largely been for the pur- 
poses of self-preservation. 

Competition with the railways,’’ Mr. , 
Mackley continued, “‘ is chiefly aimed at, '™ 
and attracts the more remunerative lines 
of railway traffic, and the continued ex- 
pansion of the business of the road ser- 
vices at the expense of rail-borne traffic 
brought about conditions which _pro- 
gressed to a point where the financial 
stability of the railway service was 
threatened and necessitated the depart- 
ment taking all available measures to 
meet the new conditions created. This 
brought about an extension of the railway 
parcels and goods collection and delivery 
system under which the collection and 
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conveying 12 tons of maize. 
Thornycroft lorry and its four-wheeled trailer are on pneumatics 





Rhodesia Railways road motor lorry on a steeply-graded road near Bulawayo 


It will be noticed that both the six-wheeled 
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Jungfrau Railway Snow Plough ia 
(Photos by R. Shudel, Grindelwald) 


(See page 893) 


Right: Top illustration shows the new snow plough 
in action, and the lower one the body swivelling round 
for reverse working 


Below: Snow plough and service locomotive, with 
the north face of the Eiger in the background 
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Vew L.M.S.R. war memorial locomotive, No. 5500, “ Patriot,” carrying its commemorative nameplate, inscribed as seen 
on the right. It replaces the original ** Patriot” of the L.N.W.R., a ‘“ Claughton” class locomotive now withdrawn 
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PERSONAL 


Mr. George Cocollis, London Accoun- 
tant and Assistant Secretary, Central 
Argentine Railway, arrived in Buenos 
Aires on March 26, on a business visit. 


fhe Rt. Hon. Lord Ritchie was, on 
April 29, re-elected Chairman of the 
Port of London Authority for 
the fifth successive triennial 
period. The Rt. Hon. Thomas 
Wiles, P.C., was again elected 
Vice-Chairman on the same 
date. 

Mr. A. E. Wildey, of the 
Port of London Authority, is 
to be known in _ future as 
Public Relations Officer. For 
a number of years Mr. Wildey 
has been chief of the News 
Service Department and is re- 
sponsible for conducting im- 
portant parties of home and 
overseas visitors round the 
port. — 

L.N.E.R. APPporINTMENTS 

Mr. E. W. I. Arkle, District 
Passenger Manager, Newcastle, 
has been appointed Assistant 
Goods Manager, North Eastern 
Area, in_ succession to Mr. 
W. E. Blakey, who has been 


recently appointed District 
Goods Manager, Leeds. 
Mr. |. Ness has _ been 


appointed Assistant to the Di- 
visional General Manager 
(Traffic), Scottish Area. 


INDIAN RAILWAY STAFF 
CHANGES 

Mr. V. E. D. Jarrad, Agent, 
B.-N.R., will proceed on leave 
preparatory to retirement early 
in May, and will be succeeded 
by Mr. A. Duncan, Trans- 
portation Manager. Mr. P. R. 


Leigh Bennett will take Mr. 
Duncan’s place as_ Transportation 
Manager. 

Mr. E. C. J. Gahan, Commercial 


Traffic Manager, B.-N.R., will proceed 
on leave preparatory to retirement 
early in May, and will be succeeded 
by Mr. G. St: G. Higginson. 

Mr. A. C. Vining has been appointed 
to officiate as Deputy Chief Operating 
Superintendent (M.), N.W.R. 


Mr. H. Sinclair. Managing Director, 
and Chairman of the Hydraulic Coup- 
ling & Engineering Co. Ltd. ieft 
England last week for the United 
States, to receive the Edward Long 
streth medal of the Franklin Institute 
of the State of Pennsylvania, as a 
recognition of his work on fluid trans- 
mission. The medal is the highest 
international honour that can _ be 
awarded in this branch of engineering. 
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Mr. V. E. D. Jarrad, who, as 
announced above, has left India on 
leave preparatory to retirement, has 


been Agent of the Bengal-Nagpur Rail- 
way since 1929. He received his early 
training in the Traffic Department of 
the Great Western Railway, and subse- 
quently was attached to the head- 
quarters staff of the same railway, 





Mr. V. E. D. Jarrad, 


Agent, Bengal-Nagpur Railway, 
1927-37 
working successively in the offices of 
the Superintendent of the Line, Chief 
Goods Manager, Chief Accountant, and 
finally that of the General Manager. 
Mr. Jarrad joined the Bengal-Nagpur 
Railway as Assistant Traffic Super- 
intendent in January, 1903, and held 
the appointments of Personal Assistant 
to the Traffic Manager, Personal 
Assistant to the Agent and District 
Traffic Superintendent, and in 1919 
was appointed to the position of Coal 
Manager. From 1915 to 1918 he was 
Adjutant of the 2nd Battalion B.N. 
Railway Regiment (Indian Defence 
Force) in addition to his railway 
duties. He was appointed Super- 
intendent of Transportation in 1921, 
Transportation Manager in 1925, and 
Agent in 1929. Mr. Jarrad was elected 
Chairman of the Indian Railway Con- 
ference Sub-Committee on Labour 
Matters in 1928, and re-elected in 1929, 
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but resigned owing to pressure of 
work. He has also been Administra- 
tive Officer, Vizagapatam Harbour, a 
Member of the Committee of the 
Bengal Chamber of Commerce, and a 
Commissioner for the Port of Calcutta. 


From The London Gazette of April 
23: Regular Army Supplementary Re- 
serve of Officers, Royal Engineers 
Transportation: Winston God- 
ward Evans to be _ Second 
Lieutenant (April 24). 


The Argentine Ministry of 


Public Works has issued a 
Decree recognising the follow- 
ing as legal representatives of 
the Buenos’ Ayres’ Great 
Southern Railway: Dr. G. E. 
Leguizamon, K.B.E., Messrs. 


J. Calder Angel, C. R. Schiller 
Harris, Everard C. L. Meynell, 
Senor W. J. White, and Dr. 
Angel Sanchez Elia. 


Lord McGowan (formerly Sir 
Harry McGowan), Chairman 
and Managing Director of Im- 
perial Chemical Industries 
Limited, was introduced in the 
House of Lords and took the 
oath on April 28. His sponsors 
were Lord Weir and_ Lord 
Macmillan. Lord McGowan 
was one of three peers created 
in the first Honours List of 
King George VI, and took the 
title of Baron McGowan of 
Ardeer, in the county of Ayr. 


The first directors of the new 
Irish Free State air company, 
Aer-Rianta Teoranta, the 
formation of which was _ re- 
corded on page 829 of THE 
RatLway Gazette for April 23, 
are as follow :— 

Mr. Sean O hUadhaigh, | solicitor, 
Dublin, and Chairman of Aer-Lingus, 
Teoranta; 

Mr. Seamus Fitzgerald, Chairman, 
Cork Harbour Commissioners; 

Mr. John Leydon, Secretary, Depart- 
ment of Industry and Commerce; 

Mr. John P. O’Brien, Chairman, 
Prices Commission, Dublin. 

Mr. O hUadhaigh will act as Chair- 
man of the board during the period 
of interim management. 

Mr. A. J. Fraser has been appointed 
Chairman of the Sydney Transport 
Regulation Board, in succession to Mr. 
P. D. Phillips. 


Mr. Chen Ching-wen has_ been 
appointed Assistant Managing Director 
of the Canton—Hankow Railway, and 
has succeeded Mr. Wang Jen-kang, 
who has been transferred to Canton as 
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Director of the Canton Provisional 
Office of the Railway. 

It is with great regret that we learn 
as we close for press of the sudden 
death, at Northwood on May 5, of Mr. 
Alex. Wilson, O.B.E.,. Divisional 
General Manager, Southern Area, 
L.N.E.R., from 1924 to 1929. 


Mr. F. E. Coope has retired from 
the post of Chief Passenger Show 
Canvasser (Canvassing and General 
Section), Derby, L.M.S.R., to which he 
was appointed in 1930. 

Mr. Richard Emrys Thomas, Deputy 
General Manager of the Egyptian State 
Railways, is shortly leaving Egypt after 
81 vears service in the administration, 
to take up the post of Chief Inspecting 
Engineer, London, to the Egyptian 
Government in succession to Mr. P. M. 
Tottenham who is retiring on pension. 
His appointment was announced in our 
issue of April 9. Mr. Thomas completed 
his technical education and obtained 
his engineering degree in 1902, when he 
joined the staff of the Chief Engineer, 
London & South Western Railway, 
becoming finally his personal assistant. 
In 1906, he was offered and accepted 
a post as an Engineer in the New 
Works and Construction Department of 
the Egyptian State Railways, and in 
this capacity was responsible for the 
construction of considerable lengths of 
new railways. In 1914 he was ap- 
pointed to a post of Divisional Engineer 
on the open lines, and thereafter became 
successively, Assistant to the Chief 
Engineer, and Deputy Chief Engineer, 
and in August, 1930, was appointed to 
succeed Mr. J. C. Serjeant as Deputy 
General Manager. Mr. Thomas took a 
lively interest in Gizireh Sporting Club 
and the Turf Club; and for some time 
was simultaneously Chairman of both 
General Committees. He was a keen 
zoler and was elected Golf Captain of 
Gizireh for 1932. 

Mr. C. E. Spurgeon, Chief Mechanical 
Engineer of the Egyptian State Rail- 
ways, will succeed Mr. R. E. Thomas 
as Deputy General Manager. 

Mr. A. S. Bobby, Deputy Chief 
Mechanical Engineer, will succeed Mr. 
C. E. Spurgeon as Chief Mechanical 
Engineer. 


We regret to record the death, at 
Cardiff on April 28, of Mr. Christopher 
John Thomas Billingham, who retired 
in February last year from the position 
of Dock Mechanical Engineer at Cardiff, 
Newport, and Penarth Docks, Great 
Western Railway. Receiving his early 
training at Newport Docks and in 
Gloucester, Mr. Billingham became 
Assistant Mechanical Engineer of the 
Cardiff Railway in 1911, and was 
appointed Mechanical Engineer of the 
company in 1914. When the Cardiff 
Railway was amalgamated with the 
Great Western in 1922, he was made 
Yock Mechanical Engineer for Cardiff 
and Penarth. Newport Docks were 
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added to his area in 1931. In 1927 
and 1935 Mr. Billingham was Chairman 
of the South Wales branch of the 
Institution of Mechanical Engineers, 
serving at the same time on _ the 
Council of the institution. 


Sir John D. Siddeley has been elected 
President of the Society of Motor Manu- 
facturers and Traders. 


We regret to record the death on 





April 23 of Mr. David Abraham, 
formerly Chief Traffic Inspector of the 
Cardiff Railway at Queen’s Dock, 
Cardiff. 


Mr. Robert Sommerville, Assistant 
Manager of the Chateau Laurier hotel, 


Ottawa, has been appointed Manager 


of Jasper Park lodge, Alberta, the 
Canadian National Railways summer 
resort in the Rocky mountains. 

We regret to record the death, on 
May 4, of Mr. John Frame, Chairman 
of Frames Tours Limited, and Bonning- 
ton Hotels Limited. Mr. Frame, who 
succeeded his father in 1934 to cihese 
two chairmanships, was past President 
of the British Passenger Agents’ Asso- 
ciation, and of the Institute of Travel 
Agents of Great Britain. 

We regret to record the death on 
April 30 of Mr. John P. Tooher, Mana- 
ger of the Tralee & Dingle Railway, 
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Ireland, from 1911 until the forn: tion 
of the Great Southern Railw in 
1924. Mr. Tooher then became D - trict 
Superintendent on the G.S.R. Liv orick 
and Mallow section, from which 50sj- 
tion he retired in 1929. 


The late Mr. Charles Tufnell ne 


Burchell, Chairman of Beyer P ck 
& Co. Ltd., whose death was re led 
in our issue of February 26, left ite 


valued at £2,638 (net nil). 


We regret to record the de on 
May 2, as the result of an accid if 
Mr. Edwin John Eustace Ever a- 
specting engineer during the war Sir 
Alexander Gibb and Partners, i ne 


nection with trading estates. 

The marriage took place at Roniord 
on April 30 of Mr. Frank Rowe } 2 
Superintendent of the Line, G.W.R., 
and Mrs. Mabel Ann Tisdale, elder 
daughter of the late Mr. Thomas Bishop 
and Mrs. Bishop, of Upminster 

It is with regret we record the death, 
on May 4, ot Mr. Richard Edward 
Synge Cooper, F.R.A.S., M.Inst.C.E., 
who retired in 1928 from the position 
of Assistant Engineer, New Works, 
London Midland & Scottish Railway,and 
was previously District Engineer, East 
Croydon, London, Brighton & South 
Coast Railway. 





Left to right, Front Row: Messrs. R. C. 


Asst. Chief Engineer ; 


Nicholas, late Steelwork Asst. ; C. E. Shackle, Asst. for New Works ; 


Kirkpatrick, Div. Engr., London ; 
S.W. Moore, late Div. Engr., Bristol ; R. Carpmael, Chief Engineer; J.5 
H. S. B. Whitley, Div. Engr., 


A. S. Quartermaine, 


Wolverhampton 


Second Row: Messrs. M. C. 


A. Denney, Div. Engr., Oswestry; E. 


Harrison, Div. Docks Engr., Eastern Ports; T. 
Docks Engr., Western Ports; H. A. Alexander, Div. Engr., Bristol; F.C. Warren, Chief Clerk ; 
Lake, Div. Engr., Plymouth; S. A. Blackall, Div 


R. Dovell, Resident 


Engr., Newport 


Back Row: 
J. E. S. Griffith, Div. Engr., Neath ; 
Engr., Gloucester ; 


A. A. Davis, Div. Engr., Shrewsbury ; 


Messrs. R. G. Sargent, Steelwork Assistant ; F. S. Creswell, Parliamentary Assistant 
A. W. Hollingdale, Div. Engr., Cardiff; F. J. ° 
E. de G. Marett, Sec. to the conference 


G.W.R. officers on the occasion of the Engineers’ Conference at Paddington on 
April 8, and presentation to Mr. S. W. Moore, Divisional Engineer, Bristol, and 
Mr. J. S. Nicholas, Steelwork Assistant to the Chief Engineer, on their retirement 


I'vley, Div. 











XUM 





XUM 


May 7, 1937 


THE RAILWAY GAZETTE 


Ancillary Businesses of British Railways in 1936 


III.—Steamships 


[here was a considerable improve- 
ment in the steamship business of the 
British railways in 1936. The total 
gross receipts amounted to £3,727,145, 
an increase of £154,016 (4 per cent.), 
and the net revenue of £432,011 was 
£91,468 (27 per cent.) in excess of the 
1935 figure. The individual results 
obtained by the four group companies 
for the last two years are shown in the 
following table :— 


subsequently improved, with the result 
that the total tonnage conveyed by the 
ferry last year was slightly higher than 
in 1935. The opening of the Southern 
Railway Dover-Dunkerque train ferry 
introduced a competitive element into 
this type of transport, but an agree- 
ment has been reached between the 
two companies with a view to restrict 
ing competition and developing traffic 
by both routes. 


Per cent. of surplus 


Gross receipts. Expenditure. Surplus. to gross 

receipts 

= cose ea a a 7 ia een ae eee ya 
1936 1935 1936 1935 1936 1935 1936 1935 

| 
£ £ SN £ £ £ 
GW.R. ...| 318,651 | 318,414 | 301,056 | 301,084 | 17,595 | 17,330) 5-5 5-4 
L.N.E.R.... | 815,599 751,434 | 794,881 | 795,908 | 20,718 |Dr.44,474 | 2-5 

L.M.S.R. ... |1,468,095 |1,397,103 |1,175,456 |1,136,651 292,639 | 260,452 | 19-9 18-6 
S.R. ... |1,124,800 11'106,178 11,023,741 | 998,943 | 101,059 | 107,235 9-0 9-7 


} 
| 


The G.W.R. experienced substantial 
increases in passengers, parcels, goods, 
and livestock, on its Irish services, but 
there was a falling-off in the cargo 
carryings on the Channel Islands 
services, with the result that the gross 
receipts from all services showed an 
increase of only £237 compared with 


1935. Working expenses decreased by 
£3,886, however, which enabled the 


company to transfer to renewal fund 
nearly £4,000 more than in 1935 and 
still show a slightly increased profit. 

The L.N.E.R. steamship business 
showed a welcome recovery last year. 
In consequence of the decline in Con- 
tinental trade resulting from the 
economic depression and the introduc- 
tion of tariffs, the company suffered 
substantial losses from 1932 to 1935. 
Last year, however, there was an in- 
crease of £64,165 in receipts, chiefly in 
respect of passengers, which, together 
with a small decrease in expenditure, 
resulted in a net profit of £20,718, com- 
pared with a loss of £44,474 in 1935. 
The number of passengers conveyed by 
the services operating from Harwich in- 
creased by 13-7 per cent.; the greatest 
improvement was in the Hook of 
Holland service. Tor several years 
past, the L.N.E.R. has arranged week- 
end cruises by the ss. Vienna during 
the summer months, and a_ most 
successful season was experienced last 
year. 

L.N.E.R. cargo carryings continued 
to be adversely affected by the tariff 
restrictions imposed on Continental 
trade, in addition to which there was 
a three weeks’ dock strike at Antwerp 
in June, 1936. Despite these diffi- 
culties, however, carryings amounted 
to 183,634 tons, an increase of 17,963 
(10-8 per cent.) compared with 1935. 
Loss of trade with Italy caused a 
serious decline in the carryings by the 
Harwich-Zeebrugge train ferry during 
the early part of 1936, but the position 


The L.M.S.R. has achieved consider- 
able success with its steamship services 
in recent years, and the 1936 gross re- 
ceipts of £1,468,095 were the highest 
since 1931, and were nearly £71,000 
in excess of the 1935 figures. Passenger 
receipts increased by over £40,300 and 
merchandise traffic contributed an addi- 
tional £22,100. Working expenses de 
creased by £9,680, chiefly due to a 
reduction in expenditure on renewals, 
with the result that the net receipts 
increased by £32,187, although only 
£38,625 was transferred from renewal 
account compared with £87,109 in 1935. 
The capital invested in the vessels and 
marine workshops and plant of the 
L.M.S.R. is £2,864,493, and last year’s 
net receipts represented the satisfactory 
return of 10 per cent. 

The L.M.S.R. owns a fleet of over 
40 vessels, and has a joint interest in 
4 others. A considerable sum has been 
spent on new steamers in recent years, 
but the financial results have amply 
justified this policy. Several new 
vessels were brought into service last 
year, including the Marchioness of 
Graham, which was built for the Firth 
of Clyde service. This handsome 
vessel, which has a gross tonnage of 585 
tons and accommodates 1,332 pas- 
sengers, has a first class dining saloon 
capable of seating 56 persons; smoke 
room and tea room; and a third class 
luncheon and tea room for 42 persons. 
The Arran Mail was commissioned by 
the Caledonian Steam Packet Co. Ltd. 
(an associate of L.M.S.R.) in connec- 
tion with a contract entered into be- 
tween the Postmaster-General and the 
railway company which provides for a 
new mail service between Ardrossan 
and the Isle of Arran for a period of 
five years from July 1, 1936. A new 
cargo and livestock steamer, the Slieve 
Bearnagh, with accommodation for 730 
head of cattle, was brought into 
service on the Heysham-Belfast service. 
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The Countess of Breadalbane, with 
accommodation for 800 passengers, was 
introduced into the Loch Awe service 
in place of the old vessel which had 
been plying on the lake since 1882, and 
the motorship Teal, accommodating 800 
passengers, was launched on Lake 
Windermere in July last. In the cases 
of the two latter vessels, the various 
parts were conveyed from the shipyards 
by rail and assembled on the shores 
of the respective lakes. 

The Southern Railway secured an 
increase of £18,622 in gross receipts 
last year, while working expenses de- 
creased by no less than £340,091. A 
sum of £132,951 was transferred to 
renewal or suspense account compared 
with £231,938 withdrawn from this 
account in 1935, with the result that 
the net receipts of £101,059 were 
£6,176 less than in the _ previous 
year. 

A substantial improvement occurred 
last year in the passenger business; the 
total number of passengers carried by 
the company’s Continental and Channel 
Islands services was 1,216,085, an in- 
crease of 60,000 compared with 1935, 
and the carryings on the Isle of Wight 
boats reached the record figure of 
2,381,735. In the case of the Con- 
tinental services, the majority of the 
additional passengers favoured the 
Ostend route in consequence of the 
cheaper fares via Belgium, the benefit 
thus passing to the Belgian Govern- 
ment, whose vessels operate this 
service. There are indications, how- 
ever, that, as a result of the devalua- 
tion of the French franc, traffic is re- 
verting to the routes operated by the 
Southern Railway. 

The most important development in 
connection with British railway marine 
services last year was, of course, the 
opening on October 14 by the Southern 
Railway of the Dover-Dunkerque train 
ferry service. It enables passengers to 
enter a sleeping car at Victoria one 
night and remain in it throughout the 
journey to Paris, which is reached at 
8.55 a.m. the following day. The ferry 
also affords an accelerated service for 
perishable goods. A full description of 
the construction of the Dover dock was 
given in THE Rattway GaAzETTE of 
October 2, 1936. Three _ vessels, 
Twickenham Ferry, Hampton Ferry, 
and Shepperton Ferry were constructed 
for use on this service. Each ferry has 
a train deck containing four railway 
tracks capable of holding a total of 
twelve coaches or forty wagons. The 
Twickenham Ferry was subsequently 
transferred to the Soc. Anon. de Navi- 
gation Angleterre - Lorraine - Alsace, 
which is jointly responsible with the 
Southern Railway and the Northern 
Railway of France for the operation 
of the service. The service has been 
well patronised; 12,460 passengers and 
8,559 tons of cargo were conveyed up 
to the end of last year. As in the 
case of the other Continental services, 
freight carryings were adversely affected 
by the civil war in Spain, trade de- 
pression in Southern Europe, and 
tariffs. 
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The May Continental Timetables 


By LIONEL 


Apart from the accelerations which 
it is now usual to expect, some novel 
features will appear in the forthcoming 
Continental summer timetables, par- 
ticularly concerning electric traction in 
France and, to a lesser degree, in 
Switzerland. The new services come 
into operation on May 22. 

[The French State Railways are to 
inaugurate their first main line electri 
fication from Paris to Le Mans, a 
distance of 211 km. (131 miles). At 
first, two rapides are to run daily non 
stop each way in 2 hr. 15 min., gain 
ing but 10 min. on present steam 
traction, but from October next, and 
perhaps sooner, the electric trains are 
to be accelerated so as to accomplish 
the run in the round two hours, which 
will bring the average speed from 
58:2 up. to’ 65-5 m.p.h. 

[he longest non-stop electric runs of 
the P.O.-Midi are now those from Paris 
to. St. Pierre-des-Corps, on the 
Jordeaux line (146 miles at 66-8 
m.p.h.), when, as is usual, the con- 
ditional stop at Les Aubrais is 


Brussels Midi—Ostend Quay, via Bruges cut-oft 


Brussels Nord 
Ghent 


Extra distance when not using the cut-off 


omitted, and the Paris—Vierzon, 198 
km. (123 miles), run at 55-9 m.p.h. 
of the Barcelona Express, on the 
Toulouse line, which branches off the 
former at Les Aubrais. From May 22 
the latter train is to run non-stop all 
the way to Limoges, 403 km. (250-5 
miles), which will be the longest non 
stop electric run in Europe, being con 
siderably longer than the Rome 
Florence run of 315 km. (195-7 miles), 
which now holds the record. 

Curiously enough, it is to Switzerland 
we must turn for another lengthy 
non-stop run, which is due, like the 
first Florence—Rome run, to the re 
routing of a de luxe train. Originally , 
the Riviera Express (Berlin to Milan 
and onwards) travelled from Basle to 
the St. Gothard via Lucerne, Arth- 
Goldau and thence to Bellinzona, a 
further distance of 142 km. (88-2 miles). 
During the last few years it has been 
routed beyond Olten, and proceeds via 
Aarau and Rothkreuz, where it joins 
the original St. Gothard line, which 
existed before the lakeside one was 
built, and so on to Arth-Goldau. 
Henceforward it will proceed non-stop 
all the way to Bellinzona. The total 
distance is thus 255 km. (158-5 miles), 
which is, curiously enough, 5 miles 
shorter than that of the Lucerne route. 
This lengthy non-stop run is to take 
place in the small hours of the morn- 
ing, and will occupy 3 hr. 41 min. out- 
wards, and a couple of minutes more 
inwards, the average speed working 
out at 69-2 km.p.h. (43 m.p.h.). This 
is a praiseworthy performance, as a 


WIENER 


considerable portion of it is over ruling 
gradients of 2-6 per cent. (1 in 384). 
Apart from the above, there will be 
the usual crop of faster diesel runs. 
Thus 19 min. are to be lopped off the 
Prague—Brno Blue Arrow run, which 
will raise its average speed from 81-1 
to 89-1 km.p.h. (50-3 to 55-3 m.p.h.). 
Ihe Danish Lyntog services are to be 
duplicated and new rakes to run to 
Copenhagen in the morning, returning 
in the evening, the reverse only existing 


now. The long talked of Paris— 
Brussels and Paris—Liége diesel 


services are to materialise at last. It 
is understood that the delay was not 
due to shortage of rolling stock but to 
the French strikes which prevented 
suitable car housing becoming avail- 
ible earlier. 

A good deal of inaccuracy has been 

extant concerning the fast Belgian 
Brussels—Ostend steam runs, and this 
is partly due to the difficulty there is in 
securing accurate information concern 
ing the length of the various routes. 
These are as follow: 
113-995 km. (70-8 miles) 
136-175 ,, (72-2 ) 
61-880 , (38.5 a 

O70. (0-4 «,') 


Another cause of error is due to the 
fact that interim’ timetables’ were 
brought into use in February last. 
Last summer, three trains ran non-stop 
in 67 min. between Brussels Midi and 
Ostend Quay. They first proceeded 
through Bruges, and later, when the 
Bruges cut-off was opened to traffic 
with its 100 km.p.h. (62-1 m.p.h.) speed 
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restriction, along, this shorter route. 
the average speed of -102:7 km.p.h. 
(68-3 m.p.h.) came down to exactly 
102 km.p.h. (63-4 m.p.h.). When the 
winter timetables came into force. 
three trains, including the Ostend 
Vienna Express, ran to the same timing 
but had a much harder task allotted 
to them, for they ran from Brussels 
Nord instead of Brussels Midi, over th 
longer and more difficult route, and a 
new stop at Ghent was inserted. This 
raised the overall speed, stoppage in- 
cluded, to 104-1 km.p.h. (64-7 m.p.h 
unequally divided before and _ after 
Ghent, the easier 61-88 km. run beyond 
being accomplished in 34 min. at 
109-2. km.p.h. (67-9  m.p.h.), which 
brought Belgium, in point of speed, up 
to the fourth place in Europe, im 
mediately after Germany, France and 
Great Britain, and before the L.M.S.R 
and the Southern. 

These trains have been decelerated 
since the beginning of February; thus 
2 min. have been added to the Ghent 
Ostend run, which now averages 103-1 
km.p.h. (64 m.p.h.). We understand 
this is due to rules which prohibit the 
speed of 140 km.p.h. (87  m.p.h 
between Ghent and _ Bruges, when 
wooden-bodied cars are included in the 
trains. As the Sleeping Car Company 
includes vans of this construction in 
its de luxe trains, and as there is a 
temporary shortage of all-metal vans 
for the Belgian bloc trains, the rule 
applies, but temporarily only. 

Further standardised timings are a 
feature of the Belgian timetables. On 
the Brussels-Liége line bloc trains will 
leave in each direction hourly from 
8 a.m. to 10 p.m.; and on the Ostend 
line hourly from Brussels from 7 a.m 
to 10 p.m. and from Ostend from 8.20 
a.m. to 10.20 p.m. The Ostend trains 
will all call at Ghent and Bruges. 








L.N.E.R. Timetable Changes 


Beginning on Sunday next, the second 
part of the midday Anglo-Scottish Ser- 
vice, which last summer called at York 
and Newcastle, will leave King’s Cross 
at 1.10 p.m., omit the York stop, and 
run each week non-stop over the 268-3 
miles from London to Newcastle, 
reached in 5 hr. 7 min. ; the arrival at 
Edinburgh will be at 7.55 p.m. The 
first portion, at 12.35 p.m., will con- 
tinue to run non-stop from King’s Cross 
to York. Other alterations which have 
become effective this week have been the 
20 min. later running of the up York- 
shire Pullman, bringing it into King’s 
Cross at the original arrival time of 
3 p.m., and the reinstatement, two 
months earlier than usual, of the lun- 
cheon car express from Hull, due in 
King’s Cross at 3.47 p.m. In the North 
Eastern Area the long-established mail 
trains from Newcastle at 7 p.m. to 
Bristol and Shrewsbury, and 7.10 p.m. 
to York, have been altered to leave at 
7.10 and 8 p.m., respectively. The 
latter, with sorting-coaches for King’s 
Cross, has now become a through pas- 


senger train to King’s Cross, due at 
3.15 a.m., and as it follows from New 
castle the 4 p.m. express from Glasgow 
to Leeds, gives much better connections 
than hitherto from Scottish stations to 
Durham, Northallerton, and Thirsk ; it 
is also accelerated by 15 min. from New- 
castle to York. 








SCOTTISH RAILWAY STOCKHOLDERS 
PROTECTION ASSOCIATION LIMITED.- 
The report of the executive of the 
association for the year 1936 states that 
the British Railway Stockholders’ Union 
Limited increased its activities on 
behalf of the stockholders and sub- 
stantially increased its membership 
and its funds. The combined effect 
of all the activities of the association 
and of the union has been to direct 
public attention to the fairness of the 
stockholders’ claim that, as owners 
of the railways, they are entitled, out 
of revenue, to a modest return on their 
capital and to share in the returning 
prosperity of the railways. 
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Central Uruguay Railway Capital Reconstruction 


Details were issued last Saturday of 
the scheme of financial reconstruction 
of the Central Uruguay Railway group 
of companies. Those affected are the 
Central Uruguay Railway, the Eastern, 
Northern, and Western Extension com- 
panies, the lines of which are worked 
by the Central Company, and the North 
Eastern of Uruguay Railway which is 
worked, under lease, by the Central 
Company. Their total length is 
980 miles, of which 197 are Central, 76 
North Eastern, 311 Eastern, 185 
Northern, and 211 Western. All these 
undertakings are to be merged into one 
with a share and loan capital as below : 


To be 
Authorised issued 
under the 
Scheme 
£ £ 


Prior lien debenture 
tock ... ey ... 500,000 

44 per cent. first de- 
benture stock 

5 per cent. second de- 


1,150,000 1,150,000 


benture stock . 3,750,000 3,740,000 
Ordinary £1 shares . 6,000,000 5,860,000 
10,750,000 


The prior lien debenture stock will 
be issued as and when required for the 
purpose of liquidating the indebtedness 
of the Central Company to its bankers 
amounting approximately to £235,000), 
and of providing funds for certain 
renewals and other necessary works. 
lhe new first stock will carry interest 
from July 1, 1937, and be redeemable 
on or before June 30, 1977. The new 
second stock will also carry interest 
from July 1 next, and be redeemable 
on or before June 30, 1977, but the 
interest will be payable only out of 
profits for five years from July 1, 
1937. During that period it will be 
non-cumulative. 


The basis taken for the scheme is 
that of the earning power of the various 


Existing issue 


Central Company 
5 per cent. debenture stock 


4 per cent. Western Extension debentures 


6 per cent. second debenture stock ... 
Preference shares 
Ordinary stock... 
Eastern Company 
Debenture stock 
Preference shares 
Ordinary shares 
Northern Company 
Debenture stock 
Ordinary shares 
North Eastern Company 
Preference shares 
Ordinary shares 
Western Company 
Ordinary shares* 


* Other than those charzed to secure Western Extension debentures. 


lines over the last ten years. The sug- 
gested allocations to the present holders 
are indicated in the above table. 

The necessity for the reconstruction 
has arisen through exchange 
heavy deficits incurred by the Central 
Company in working the Extension 
Companies under agreements made 
when different labour conditions pre- 
vailed, and loss of traffics due to the 
general trade depression and _ road 
competition. 

It is expected that the interest on 
the 44 per cent. first debenture stock 
will be fairly well covered, but that 
holders of the 5 per cent. second 
debenture stock may have to await a 
considerable improvement on the present 
position. Meetings to consider the 
scheme will be held on Monday, May 24, 


losses, 
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at River Plate, House, - E.C. The 
Uruguayan Government has approved 
the transfer to the Central Company 
by the Extension Companies of their 
respective concessions. 

The outstanding loan and share capi- 





Ordinary 
shares for 
each £100 
of existing 


New second 
stock for 
each £100 | 
of existing 


New first 
stock for 
each £100 
of existing 


issue issue | issue 
£ ss. d. cs. | - -@ @. 
27 0 O 8 0 0 40 0 0 
21 0-0 70 0 0 40 0.0 
100 0 0 40 0 O 
| 100 0 0 
40 0 O 
27.0 «O 60 0 0 40 0 O 
| 100 0 0 
60 0 0 
1210 0 | 40 00 | 40 0 0 
60 0 0 

| 
30 0 0 80 0 0 | 50 0 0 
10 0 0 80 0 0 50 0 0 
60 0 0 


tal of the five companies is as shown 
in the following list: 


Central £ 
7 per cent. Ist debenture stock 932,434 
5 per cent. debenture stock 1,865,586 
4 per cent. Western Extension de- 
bentures ~ 463,300 


6 per cent. permanent debenture 
stock one 900 


6 per cent. 2nd debenture stock 250,000 
54 per cent. preference shares 800,000 
Ordinary stock — oi . 2,000,000 
Eastern Extension 
5 per cent. debenture stock . 1,146,666 
5 per cent. preference shares 900,000 
Ordinary shares * sn 900,000 
Northern Extension 
5 per cent. debenture stock 627,150 
Ordinary shares nas 1,000,000 
North Eastern 
7 per cent. preference shares 400,000 
Ordinary shares hes ee 400,000 
Western Extension 
6 per cent. debenture stock 450,600 
Ordinary shares a gba 849,800 








RAILWAY AND OTHER REPORTS 


South Indian Railway.—tThe direc- 
tors have decided to pay on July 1, 1937, 
an interim dividend from surplus profits 
of } per cent., less income tax (compared 
with } per cent. paid on July 1, 1936), 
making with the interest guaranteed 
for the half-year ending June 30, 1937, 
namely, 1? per cent., less income tax, 
total distribution for the half-year of 
} per cent. 

Nitrate Railways.—The operation 
of the railway for the past year resulted 
in a net profit of £4,847, which was, how- 
ever, again more than absorbed by 
exchange losses. Due to this and to the 
company’s position to-day being even 
more uncertain than it was a year ago 
as a result of the first concession having 
passed to the ownership of the Chilean 
Government, and no definite arrange- 
ment having yet been made in regard 
to the future of the railway, the directors 
have decided not to recommend the 


a 
9 


payment of a dividend in respect of the 
year ended December 31, 1936. By 
reason of dividends and interest received 
the carry forward is increased from 
£176,469 to £199,942. The report and 
accounts will be issued on May 8. 
Yorkshire Traction Co. Ltd.— 
This company, which is_ controlled 
jointly by the L.N.E.R., L.M.S.R., and 
Tilling & British Automobile Traction 
Limited, secured in 1936 a profit of 
£85,758, against £64,472 for 1935. 
Adding £12,079 brought in gives a total 
available of £97,837. Sums of £50,000 
and £5,000, respectively, are appro- 
priated to reserve and to employees’ 
assistance fund, the preference dividend 
takes £1,704, and the 10 per cent. 
ordinary dividend requires £30,000, 
leaving £11,133 to be carried forward. 
Extensions are being made to garages 
at Barnsley and _ Doncaster. The 
authorised capital was increased in 


August, 1936, to £350,000 by 50,000 
additional ordinary shares of £1 each. 


Anti-Attrition Metal Co. Ltd.— 
This company, which was formed in 
October of last year, announced that 
an interim dividend of 7} per cent. would 
be paid on May 1 in respect of the year 
ending July 31, 1937. The directors 
propose to increase the capital to 
£100,000 by the creation of 200,000 new 
2s.. shares ranking pari passu with 
existing ordinary shares. 


Albion Motors Limited.—In 1936 
profits were £147,392, against £93,058 
in 1935. After providing £25,000 (against 
£11,000) .for income-tax and crediting 
£29,028 brought in and £3,497 trans- 
ferred from share premium account, 
£154,918 is available for distribution. 
The dividend on the ordinary shares is 
increased from 10 to 15 per cent., 
£35,000 (against £30,000) is ' placed 
to reserve and {2,500 (against nil) to 
benevolent fund, leaving £34,776 to be 
carried forward. 
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STAFF AND LABOUR MATTERS 


Regulations of Wages and Conditions of Service in the Road Motor 
Transport Industry (Goods): Report of the Government Committee 


On Tuesday last, May 4, was pub- 
lished the report (Cmd. 5440, H.M.S.O., 
price Is.) of the committee appointed 
by the Ministers of Labour and 
Transport on July 21, 1936, ‘‘ to 
examine the present position in regard 
to the regulation of wages and con- 
ditions of service of persons employed 
in connection with the carriage of 
goods by road (whether in vehicles 
authorised under ‘4A,’ ‘sh. o 
‘C’ licences), and to make recom- 
mendations as to ‘the action which it 
is desirable to take.’’ The committee 
consisted of only three persons—Sir 
James B. Baillie, O.B.E., J.P., LL.D., 
D.Phil. (Chairman); Sir Gerald Bell- 
house, C.B.E.; and Mr. John Forster— 
and the report is unanimous. The re 
commendations are of great importance 
and will, if adopted, have far-reach- 
ing effects. We, therefore, propose to 
comment upon them at an early date, 
but in the present issue we can do no 
more than give a summary of the 
principal recommendations and quote 
the comments of the committee con 
cerning road transport operated, con 
trolled, or made use of, by the four 
main-line railway companies. With 
regard to ‘‘A’’ and ‘‘B”’ licences, 
the committee recommends: 


(1) There should be set up new regula- 
tive machinery for the road motor trans 
port industry (goods) in Great Britain to 
deal inter alia with all matters affecting 
the work wages, and conditions of 
drivers and statutory attendants. Such 
machinery should consist of a_ central 
board and local or area boards (corre- 
sponding to the Traffic Areas) which 
should be set up simultaneously 

2) The initiation of all proposals for 
establishing or varying wages and condi- 
tions should rest solely with the central 
board; but all such proposals should be 
placed before the area boards for con- 
sideration and report before final decision 
is taken. The area boards should have 
the right to recommend to the central 
board alterations or variations in such pro- 
posals so far as they affect their areas; 
ind the central board should be required 
to give their recommendations full con- 
sideration. The final approval or rejec- 
tion of such variations or alterations 
should, however, lie solely with the 
central board. 

(3) The central board should be em 
powered to recommend to the appropri 
ate Minister the standard wages and con- 
ditions, as finally determined, for enforce- 
ment. The Minister should be em 
powered to confirm, by Order, the recom- 
mendations of the central board, and thus 
give them statutory effect. 

(4) The central and area boards should 
be appointed by the Minister after con- 
sultation with organisations of employers 
and employed; and on the central board 
there should be included representatives 
of (a) national organisations and (b) each 
Traffic Area. There should also be added 
to the central board three independent 
members, to be appointed by the Minister, 
with power to vote, one of whom should 


be Chairman of the board. These mem- 
bers should also have the right to attend 
meetings of area boards on such occasions 
as may appear desirable. 

(5) While ‘‘ B ’’ licensees should remain 
within the control of the board, arrange- 
ments should be made, having regard to 
the special circumstances that are likely 
to arise, to ensure that full opportunity 
is given to them adequately to place their 
views before the board, if necessary 
through a panel of assessors. 

(6) There is no reason for continuing 
separate machinery for Scotland; and the 
machinery outlined above should be ex- 
tended to cover Scotland. 


(7) Drivers and statutory attendants 
employed by the railway companies and 
falling within the purview of _ the 
machinery of negotiation for railway staff 
should be excluded from the new 
machinery 


**C” Licences 
The ‘‘C”’ licence problem receives 
special mention as follow :— 


(8) ‘‘C "’ licensees should not be subject 
to the above machinery but should be 
dealt with on a separate basis. Their 
drivers and statutory attendants should 
be divided into two ciasses: (i) those en- 
gaged in certain sections of retail distribu- 
tion (other than those employed by firms 
whose transport is organised as a distinct 
and separate branch or department of the 
business), and (ii) other ‘‘C’’ licence 
drivers and statutory attendants. 


(9) For the first class, unless the 
negotiations at present in progress in 
regard to wages and conditions in the 
retail distributive trades result in an ade- 
quate system of regulation, a trade board 
or trade boards should be established to 
embrace inter alia this class of driver. 

(10) As regards the second class, it 
should be required as a condition of the 
licence that all drivers and _ statutory 
attendants should be paid fair and proper 
wages and that the conditions under which 
they work should be fair conditions. For 
this purpose a licence holder shall be 
deemed to be paying fair and proper 
wages if he elects to observe the wages 
and conditions which have been (a) pre- 
scribed for ‘‘ A’’ and ‘‘ B”’ licensees, or 
(b) determined by joint agreement be- 
tween employers and accredited represen- 
tatives of the workers. 

(11) Where questions arise as to 
whether the wages paid are fair and 
proper or not, it should be open to any 
organisation of employers or employees 
engaged in the transport of goods to make 
representation to the enforcing authority; 
and that authority, if the cases are con- 
tested, should forthwith refer them to the 
Industrial Court or other appropriate 
tribunal which should, after taking all the 
circumstances into consideration, deter- 
mine whether the wages paid are fair and 
proper or not, and if not so, should 
fix the appropriate wages and conditions. 

(12) Rates of wages and conditions 
deemed to be fair in accordance with the 
above procedure should be made known 
to those employed in the industry in such 
manner as may be prescribed; and rates 
of wages and conditions determined by 
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the tribunal should be published in thy 
Ministry of Labour Gazette. 


The recommendations as to 
observance and enforcement will prob- 
ably arouse much discussion. Briefly, 
these are :— 

(13) It should be made a condition 
every ‘‘A’’ and ‘‘B’’ licence that th 
wages and conditions confirmed by Orde1 
of the Minister should be duly observed 
and, further, such wages and conditions 
should be made implied terms of the con 
tract of service of every driver and statu 
tory attendant. 

(14) Power should be given to the 
forcing authority to deal with non 
observance of the Order by proceeding 
before Courts of Summary Jurisdiction or 
otherwise. 

(15) To ensure that the workers them 
selves are fully informed as to the wagt 
to which they are entitled, there should 
be affixed in a conspicuous place, in every 
garage, a copy of the Order, in a form 
to be prescribed by the Minister. Th« 
traffic examiners might be called upon to 
see that this requirement is duly observed 
It should also be required that an adk 
quate record of wages paid shall be kept 

(16) There should be appointed an ade 
quate inspectorate to assist in securing 
observance of prescribed conditions. In 
spectors should be empowered to make ful! 
investigations and have access to all wag 
records; and, in the case of ‘‘ C ’’ licences 
should decide as to whether a prima faci: 
case has been made out for reference to 
the Industrial Court or other tribunal. 

(17) In the case of ‘‘A’”’ and ‘“B’ 
licensees, Courts of Summary Jurisdiction 
should be empowered, on conviction, both 
to impose a fine and to order the payment 
of arrears of wages. 

(18) In the case of ‘“‘A,’’ ‘‘ B,”’ and 
‘““C”’ licensees, where it is established 
that an employer has been in breach of 
the statutory requirements, the Licensing 
Authority should have power to suspend 
or revoke a licence, if in his opinion the 
breach has been persistent or wilful. 

(19) The cost of giving effect to our 
proposals should be charged against the 
receipts from licensing fees. 


Recommended Exemption of Rail- 
way-Operated Vehicles 

As will be seen above (No. 7) the 
committee consider, that the railway 
companies made ont a clear case for 
exclusion from the new regulative 
machinery proposed, in so far as road 
transport operated by the railway 
companies is concerned. After tracing 
briefly the history of railway wages 
machinery the committee observes :— 

At the present time, the four main-line 
companies own and operate about 9,000 
motor vehicles for the transport of goods 
and parcels by road, the greater part of 
the work performed being the collection 
and delivery of railborne traffic. The 
drivers, practically all of whom are mem 
bers of the permanent staffs of the com- 
panies, are organised in the National 
Union of Railwaymen. Negotiations con- 
cerning their wages and conditions of 
service take place within the framework 
of a comprehensive machinery of negotia- 
tion for railway staff, constituted by 
agreement between the four companies, 
the National Union of Railwaymen, the 
Associated Societv of Locomotive Engi- 
neers and Firemen, and the Railway 
Clerks’ Association. 
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[he recorded decisions of the National 
nt Conciliation Board for the Road 

\iotor Transport Industry (Goods) differ 
terms from the present agreement con- 
ring the wages and conditions of em- 
yyment of railway motor drivers, and 

comparison between them is not capable 
being effected with strict accuracy. 

(aking the term of employment as a 
ole, however, we are satisfied that there 
substantial equivalence. 

The facts relating to the regulation of 

» wages and working conditions of road 
transport workers employed by the rail- 

ay companies afford a refreshing con- 
trast. to the position existing in the road 
transport industry generally; and it is not 
urprising that when the existing National 
Joint Conciliation Board was constituted 
10 step was taken to include within its 
scope representatives of the railway 
companies or their employees. 

We are of opinion that no departure 
from this position is called for, and that 
it would constitute a grave disservice to 
the principle of settling wages by means 
of organised voluntary collective bargain- 
ing if the present effective machinery for 
the harmonious settlement of wages by 
means of the Railway Machinery of 
Negotiation were disturbed. 


Railway Subsidiaries treated as 
Road Undertakings 
Concerning road transport controlled, 
or made use of, by the railway com- 
panies, the committee observes that :- 
Most of the road haulage business of 
the railway companies (apart from that 
performed in respect of railborne traffic) 
is done through associated or subsidiary 
road transport undertakings or by con- 
tractors. In the case of subsidiary under- 
takings controlled by the companies, it is 
their policy to operate them as ordinary 
road transport undertakings and to con- 
form to the wages and conditions of ser- 
vice applicable to such undertakings. 
These undertakings do not come within 
the purview of the railway machinery of 
negotiation, but within that of the road 
motor transport industry (goods); and the 
findings of the central board which we 
have recommended will, therefore, govern 

them. 


Railway Shopmen—lIndustrial 
Court Decision No. 1,673 

At a hearing in London on Friday 
last, April 23, the Industrial Court 
heard representatives of the National 
Union of Railwaymen and _ the 
L.N.E.R. as to the true meaning and 
intent of paragraph 10 of Award No. 
914. Application for a decision was 
made by the union to the Court under 
Rule 7 of the Industrial Court (Proce- 
dure) Rules, 1920, as a matter of in- 
terpretation of that award. In Award 
No. 914, dated May 12, 1924, the Court 
was asked to determine a difference 
between the National Union of Rail- 
waymen and the L.N.E.R. as to the 
rates of pay and conditions of service 
of the adult male staff employed in 
wages grades in all sections of the 
Stores Department in the company’s 
North Eastern Area, the award to apply 
alike to present staff and to new en- 
trants. Paragraph 10 of the award 
provides that ‘‘ the working conditions 
specified in Schedule ‘ F’ to Decision 
No. 728 shall be applied to the men 
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concerned so far as applicable, and sub- 
ject to the reservations in favour of 
existing staff set out in paragraph 6”’ 
of Award No. 914. The point now 
raised by the union was_ whether 
‘* residential passes ’’ came within the 
category of the reservation set out in 
paragraph 6 of Award No. 914 and 
whether the reservations in question 
were applicable to the whole of the 
then existing staff covered by the terms 
of reference, or were limited to those 
actually benefiting from these privileges 
at the date of the hearing in 1924. 

The union contended that ‘‘ residen- 
tial passes ’’ were, in practice, issued 
to any of the staff concerned making 
application therefor and that the award 
safeguards this privilege. The 
L.N.E.R., on the other hand, stated 
that the issue of ‘‘ residential passes ”’ 
was strictly limited and made only at 
the discretion of the company; and that 
the reservations voluntarily made by 
the company in favour of persons 
described as ‘‘ present holders,’’ and so 
referred to in paragraph 6 of Award 
No. 914, protected only those persons 
who, at the material date, were in the 
employment of the company and also 
at that date in enjoyment of the 
privileges specified in that paragraph. 

In Decision No. 1,673 (dated April 
26) the Court stated it was of the view 
that, as regards residential passes, the 
provisions of paragraph 10 were in- 
tended to safeguard only the position 
of persons who at the operative date 
of Award No. 914 held such passes. 
It was not the intention of the Court 
to make any departure in the practice 
of the company in regard to the issue 
of such passes. The Court ruled 
accordingly. 


Conciliation and Salaried Staff 


During the past week important dis- 
cussions have taken place in regard to 
the wage claims submitted to the rail- 
way companies in respect of concilia- 
tion and salaried staffs. At the con- 
clusion of the joint meeting held on 
Thursday, April 29, the following 
official statement was made :— 


A meeting was held in London today 
between representatives of the four main- 
line railway companies and representatives 
of the National Union of Railwaymen, 
the Associated Society of Locomotive 
Engineers and Firemen, and the Railway 
Clerks’ Association, in connection with the 
applications made by the Railway Trade 
Unions for:— 

(a) Discontinuance of the deduction of 
1} per cent. from earnings operating under 
Railway Staff National Tribunal Decision 
No. 1, dated July 27, 1936. 


(b) Complete restoration of the standard 
rates of payment in operation prior to 
National Wages Board Decision No. 119, 
dated March 5, 1931, in respect of over 
time, night duty and Sunday duty worked 
by conciliation grades. 

(c) Improvement in certain conditions of 
service. 

The trade union representatives ex- 
plained the grounds of their claims and 
the railway companies’ representatives 
undertook to give careful consideration to 
the claims and the arguments adduced. 
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Mr. Kenelm Kerr, Chairman of the 
Railways Staff Conference, presided, 
and Messrs. John Marchbank (National 
Union of Railwaymen), W. P. Allen 
(Associated Society of Locomotive 
Engineers and Firemen), and W. Stott 
(Railway Clerks’ Association) spoke in 
support of the claims. 


Railway Shopmen 


The claims which the trade unions 
catering for railway shopmen presented 
to the main-line railway companies last 
month were considered at a meeting 
of the National Railway Shopmen’s 
Council on Friday last (April 30). 
After a discussion, lasting for two 
hours, the following official notice was 
issued to the press :— 

The National Railway Shopmen’s Coun- 
cil met in London today to consider 
proposals submitted by the employees’ 
side for improvements in the rates of pay, 
hours of duty, and conditions of service 
of railway shopmen. The trade union 
representatives explained their reasons for 
the proposals which the companies’ repre- 
sentatives undertook carefully to consider. 

About one-hundred-thousand em- 
ployees are concerned in the claims 
which include the following items: The 
termination of the deduction of 1} per 
cent. from earnings of railway shop- 
men; the establishment of a forty-hour 
week; twelve days’ holiday with pay; 
and increases in rates of pay. 


Railway Wage Claims 


In the official journal of his union 
this week Mr. Marchbank makes an 
appeal to his membership not to 
hamper, by disorderly action, the trade 
union move to secure improved wages, 
He says: ‘‘ Our object as a trade union 
movement can be frustrated and 
brought to confusion by unauthorised, 
unofficial and irregular stoppages. Such 
stoppages do not advance the unions’ 
interests in any way whatsoever. They 
delay negotiations through the 
appointed channels; they alienate 
public sympathy; they weaken the 
position of the unions’ representatives 
in negotiation—and they introduce 
extraneous and_ irrelevant matters 
which have to be disposed of before 
the real issues in which trade union 
members are interested can _ be 
approached. . . I say this by way of 
warning and appeal. As an organised 
movement do not let us weaken our 
position by hasty, impatient and ill- 
considered methods. We are in a 
strong position now. Let us make the 
most of it by using the proper 
machinery of negotiation.’’ His words 
are weighty and merit the earnest con- 
sideration of the men to whom they 
are addressed. 








Ratt ConTAINERS AS IcE CREAM 
Suppty Drepots.—The G.W.R. is sup- 
plying eight of its insulated type of 
rail-road containers for use by T. Wall 
& Co., the well-known ice-cream firm, 
as central supply depots for cycle 
salesmen on the Coronation route from 
May 11 to May 13. 
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QUESTIONS IN PARLIAMENT 


Rail Accidents Inquiries Reports 

Mr. A. M. Lyons (Leicester, E.—U.) 
on April 14 asked the Minister of 
Transport whether he proposed to pub- 
lish complete reports of the inquiries 
into the recent rail accidents. 

Mr. Hore-Belisha (Minister of Trans 
port): Yes, Sir, as at present advised. 


Stopping of Morden Trains 

Mr. W. J. Kelly (Rochdale—Lab.) 
asked the Minister of Transport if his 
attention had been called to the action 
of the London Passenger Transport 
Board in stopping at Tooting many of 
the trains marked for Morden, thus in- 
creasing the congestion and danger to 
passengers using this line; and would 
he take steps to prevail on this railway 
board to pay regard to the comfort 
and safety of the passengers. 

Mr. Hore-Belisha wrote in reply: I 
am informed by the London Passenger 
[ransport Board that only in excep 
tional circumstances are trains marked 
is proceeding to Morden reversed at 
Tooting Broadway, and that this action 
arises from the necessity to adjust the 
train service after interruption on an- 
other part of the line. I am assured 
that in such circumstances complete 
safeguards are taken against any risk 
of accident. 


Argentine Railways 

Rear Admiral Sir Murray Sueter 
(Hertford—C.) asked the Secretary of 
State for Foreign Affairs on April 22 
whether, in view of increased Argentine 
exports now providing a natural ex 
change of not more than 14 pesos to 
the £, he would invite the Argentine 
Government to remove the indirect ex 
change tax on the Anglo-Argentine 
railway so as to allow British subjects 
to receive income on their capital in 
the Argentine railways at a rate of not 
more than 15 pesos to the &. 

Mr. R. A. Eden (Foreign Secretary) : 
While | am ready to consider requests 
for the support of His Majesty’s 
Government on the part of British 
companies who have invested capital 
abroad, I have not been asked by the 
companies concerned to intervene as 
regards the matter to which my hon 
and gallant friend refers, and I think 
that such questions are best dealt with 
by direct negotiations. between the 
Argentine authorities and the com 
panies in question. 


Railway Carriage Doors 

Mr. A. M. Lyons (Leicester E.—C.) 
on April 27 asked the Minister of 
Transport, whether, in view of the 
representations against fixed bars on 
railway carriage doors contained in the 
Report on the Quintishill disaster in 
1915, he proposed to make any order 
for their prohibition and removal in the 
interests of public safety. 

Captain Austin Hudson  (Parlia- 
mentary Secretary to the Ministry of 
Transport): I understand that non 
removable bars are fitted across the 


drop lights of carriages on certain lines, 
mainly suburban, where, owing to the 
width of the stock and the small 
clearances available, passengers leaning 
out of the windows would be specially 
liable to sustain injury; across some 
of the lights of certain sleeping cars 
where, for example, passengers have 
to reach upper berths; and across the 
large fixed windows of corridor stock. 
In the first two cases I am advised that 
the provision of bars is likely to pre- 
vent a number of accidents, whereas 
conditions in which their presence 
might have an adverse effect are likely 
to be extremely rare. In the third 
case the presence of protecting bars 
across these large windows should not 
prevent egress in case of emergency. 
In the circumstances in which bars are 
now used, it is thought undesirable to 
have bars which could be removed by 
children or other passengers. 


Financial Structure of L.P.T.B. 
Mr. George Strauss (Lambeth, N.- 
Lab.) on April 28 asked the Minister 
of Transport whether he had considered 
the advisability of obtaining powers 
to vary the financial structure of the 
London Passenger Transport Board, in 
order to enable the employees of the 
Board to enjoy better working condi- 
tions and, in particular, to enable those 
working in the omnibus services to have 
a reduction of hours; and whether he 
proposed to take any action in the 

matter. 

Mr. Hore-Belisha: This structure was 
determined only four years ago by 
Parliament after the most prolonged 
investigation. 

Rail-Air Passengers 

Mr. W. R. D. Perkins (Stroud—C.) 
on April 28 asked the Under Secretary 
of State for Air, what progress, if any, 
had been made in the negotiations with 
the railway companies with regard to 
their booking agents encouraging 
British passengers to fly on German 
and Belgian machines in preference to 
British machines. 

Sir Philip Sassoon (Under Secretary of 
State for Air): As I stated on April 21 
in reply to the hon. member for the 
Erdington Division of Birmingham, 
negotiations in regard to this matter 
are proceeding between the parties 
concerned. The Air Ministry is being 
kept generally informed as to these 
negotiations which I understand are 
making progress but I am advised that 
its direct intervention at the present 
stage would not advance matters. 


Railway Electrification 

Mr. A. M. Lyons (East Leicester—C. ) 
on April 29 asked the Minister of Trans- 
port whether he could state the number 
of British railwavs electrified during 
1936. 

Mr. L. Hore-Belisha (Minister of 
Transport): During 1936 44 additional 
route miles of railway were inspected 
and passed by my officers for electrical 
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working, though they were not opt | 
for traffic until January of this year 


Cheap Travelling Facilities 

Mr. Smedley Crooke (Deritend—c.) 
asked the Secretary of State for War 
what arrangements, if any, he had 
made with the railway companies for 
cheap transit to London for Sunday, 
June 27, on the occasion of His 
Majesty’s review of ex-servicemen in 
Hyde Park. 

Sir Victor Warrender (Financial 
Secretary to the War Office): The 
question of affording cheap travelling 
facilities to those attending the review 
is at present under consideration with 
the railway companies. 


Railway Electrification in Scotland 

Mr. W. Leonard (St. Rollox—Lab.) 
asked the Minister of Transport (1) 
whether any schemes of railway electri 
fication in Scotland’ were being 
prepared by the railway companies 
and (2) if, in reviewing the transport 
problems of Glasgow and the surround 
ing counties, he would consider rail 
way electrification as a part solution 
of the problem and press upon th 
railway companies the need for action 
in this direction. 

Mr. Hore-Belisha (Minister of Trans 
port): The L.M.S.R. informs me that 
it has under continual review thi 
circumstances throughout its line from 
the point of view of the promotion of 
electrification schemes wherever this 
can be justified, but that no such 
schemes are in preparation so far as 
Scotland is concerned. The L.N.E.R. 
states that it is not proposing to 
undertake any electrification schemes in 
the Glasgow district, as it has not been 
found possible to devise any such 
scheme which could be justified on 
economic grounds. 








Forthcoming Events 


May 7 (Fri.).—Institution of Mechanical Engi 
neers, Storey’s Gate, London, S.W.1, 6.30 
p.m. ‘* Through America with the World 
Power Conference,’”’ by Mr. J. Rogers. 

Royal Asiatic Society, 74, Grosvenor Street, 
London, W.1, 4.30 p.m. ‘‘ The Rehabilita- 
tion of China’s Railways,” by Mr. K. 
Cantlie 

May 8 (Sat.).—Permanent Way Institution 
(Manchester—Liverpool), at Central Station, 
Birkenhead, 3 p.m. Oxy-Acetylene Weld 
ing and Cutting as Applied to Track Work,” 
by Mr. N. Swinnerton. 

May 10 (Mon.).—Permanent Way Institution 
(London), at Underground Electric Rail 
ways’ Dining Club, Pelham Street, S.W.7, 
7 p.m. Ten-Minute Papers. 

May 11 (7 wves.).—Institution of Civil Engineers, 
Great George Street, London, S.W.1, 6 p.m 
Annual General Meeting. 

May 12 (Wed.).—Institute of Transport (Man 
chester—-Liverpool Graduate), at Man 
chester, 6.30 p.m. Annual General Meeting. 

May 28 (Fri.).—Indian State Railways, at 
East India United Service Club, 16, St 
James’s Square, London, S.W.1, 7 for 7.30 
p.m. Annual Dinner. 

May 31—June 12.—International Railway Con 
gress, in Paris. 

June 12 (Sat.).—Permanent Way Institution 
(Manchester—Liverpool), at Temperance 
Inst., London Street, Southport, 3 p.m. 
‘* Brickwork ‘and Concrete,” by Mr. J. 
Wolstencroft. 

July 2-9.—Permanent Way Institution (Man 
chester—Liverpool). Summer Convention. 
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NOTES AND 


Transandine Railway  Recon- 
struction Works. Reconstruction 
work on the Transandine Railway, 
which, when completed, will again 

nnect Pie de Palo with Mendoza, 

rgentina, has begun. President Justo, 

companied by Senor Alvarado, 
\linister of Public Works, were among 
those who witnessed the beginning of 
tne work. 

Exhibition of L.N.E.R. Poster Art. 

[he twelfth annual exhibition of 
L.N.E.R. poster art was opened on 
Tuesday at the New Burlington Gal 
leries, London, W.1, by the Rt. Hon. 
Leslie Hore-Belisha, P.C., M.P., the 
Minister of Transport. The exhibition 
remains open daily (except on Corona- 
tion Day) from 11 a.m. to 5 p.m. until 
May 14. We hope to review the ex- 
hibits and reproduce a selection next 
week. 

New Weed-Killing Train, G.W.R. 

-\ new train composed of three loco- 
motive tenders containing 9,500 gallons 
of water, a tank truck with 2,000 gallons 
of weed-killing chemical in concentrated 
solution, and a guard’s van, has been 
placed in service on the Great Western 
Railway. <A solution of six parts of 
water to one of the weed killer is forced 
through sprays by pumps on to the 
permanent way as the train travels 
forward. Some 400 gallons of weed- 
killer are used per mile of single track. 

Mersey Tunnel Buses.—The Minis- 
ter of Transport has decided to disallow 
the joint appeal of Ribble Motor Ser- 
vices Limited and Crosville Motor Ser- 
vices Limited against the refusal of the 
North Western Area Commissioners to 
license an hourly bus service between 
Chester and Southport via the Mersey 
tunnel. The Great Western, L.M.S., 
L.N.E., Mersey, and Liverpool Overhead 
Railway Companies, and the Corpora- 
tions of Liverpool, Birkenhead, Bootle, 
and Wallasey had objected to the service. 

Modernised Booking Office for 
Middlesbrough, L.N.E.R. The 
L.N.E.R. has decided to modernise the 
booking and enquiry office on the up 
side at Middlesbrough station. It is 
proposed to increase the width of the 
office and make provision for the 
enquiry office at the opposite end of the 
building, nearer the station entrance. 
The front of the new booking and en- 
quiry office will be of glass, with Stay- 
brite framing of the type introduced at 
York station. The booking hall will also 
be improved. 

Progress of Railway Bills.—The 
Great Western Railway Bill and the 
Southern Railway Bill were reported, 
with amendments, to the House of 
Lords on April 28 by the Unopposed 
3ills Committee. On May 4 they were 
read, with the amendments, the third 
time in the Lords, and passed and 
returned to the Commons. The London 
Passenger Transport Board Bill was 
read the third time in the House of 
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Commons, and passed, on April 29. It 
was read the first time in the House of 
Lords on the same day, and the second 
time on May 5. The L.M.S.R. Order 
Confirmation Bill ‘‘ to confirm a Pro- 
visional Order under the Private Legis- 
lation Procedure (Scotland) Act, 1936, 
relating to the L.M.S.R.’’ has passed 
through all its stages in the Commons 
and the report stage in the Lords. 


New M.A.N. and Gutehoffnung- 
shiitte Agent in London.—The com- 
bined interests in Great Britain of these 
concerns will in future be entrusted to 
Spannagel Limited, 13-15, Old Queen 
Street, Westminster, London, S.W.1; 
telephone : Whitehall 4208, and cable 
address : Spannagel, London. Mr. Miltcn 
Sellex will continue to devote his per- 
sonal attention to all matters relating 
to M.A.N. affairs, communications re- 
garding which should be addressed to 
Spannagel Limited. 

Seaburn New Station Opened. 
The new station erected by the L.N.E.R. 
at Seaburn, near Sunderland, was 
officially opened by Alderman T. Sum- 
merbell (Mayor of Sunderland), on 
May 3. The station serves Fulwell, 
where 1,400 new houses have’ been 
built, and it is also hoped that it will 
encourage County Durham people to 
patronise the Roker and Seaburn re- 
sorts, at which during the past few 
years the Corporation of Sunderland 
has spent more than £800,000 on the 
development of the foreshore. 


Canadian Pacific Earnings.—Gross 
earnings of the Canadian Pacific Rail- 
way for the month of March, 1937, 
amounted to $11,748,000, an increase 
of $1,068,000 in comparison’ with 
March, 1936. In the working expenses 
of $10,010,000 there was an increase of 
$678,000, leaving net earnings $390,000 
higher, at $1,738,000. Aggregate gross 
earnings for the first quarter of 1937 
were $31,667,000, an improvement of 
$2,383,000 on the first quarter of 1936, 
and the net earnings of $3,642,000 were 
higher by $814,000. 


Canadian National Earnings.— 
For the month of March, 1937, gross 
earnings of the Canadian National Rail- 
ways amounted to $16,631,981, an 
increase of $2,161,271 over March, 1936. 
Operating expenses ($14,869,601) ad- 
vanced by $1,340,424, to leave net 
earnings of $1,762,380, which were 
$820,847 higher than for March, 1936. 
Aggregate gross earnings from Januaryl 
to March $1, 1937, were $44,977,189, 
an improvement of $4,697,418, and the 
net earnings for the three months were 
$2,317,496, an increase of $2,240,755 
over those for the corresponding period 
in 1936. 

Metropolitan Graduate and Stu- 
dent Society.—The annual report of 
the Metropolitan Graduate and Student 
Society of the Institute of Transport 
shows that the total membership at 
March 31, last, was 386, a net increase 
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of 16 compared with last year’s figure. 
The report deals fully with the activities 
of the society, and expresses especial 
appreciation to Mr. G. F. ‘Sinclair, who 
was appointed the representative of the 
institute council on the society's com- 
mittee, for the assistance he has given. 
The principal officers of the society are 
Messrs. G. H. Searle, Chairman ; G. Bar- 
ber, Vice-Chairman ; C. F. King, Honor- 
ary Secretary ; W. G. Coles, Honorary 
Treasurer. 

Indian State Railways Dinner.— 
Sir Ralph Wedgwood, Chief General 
Manager, L.N.E.R., and Chairman of 
the Committee of Enquiry upon Indian 
Railways, has consented to be the guest 
of the evening at the Indian State 
Railways Annual Dinner, to be held at 
the East India United Service Club (St. 
James’s Square) on May 28, at 7 for 
7.30 p.m. Sir Preston Colvin, late Mem- 
ber of the Indian Railway Board and 
formerly of the Burma Railways, will 
preside. The new Secretary for the 
dinner is Mr. N. D. Calder, 39, Roe- 
hampton Close, S.W.15 (to whom 
cheques should be made payable) ; but 
tickets may also be obtained from 
Grindlay & Co., 54, Parliament Street ; 
from the Manager, Indian Railway 
Bureau, Haymarket; or from the 
Secretary of the E.I.U.S. Club. 

Canadian Air Service.—A Bill has 
been introduced in the Canadian House 
of Commons for the early establishment 
of a cross-continent air service to be 
operated by a company called Trans- 
Canada Air Lines, the stock for which 
would be underwritten by the Canadian 
National Railways and distributed to 
companies already interested in the 
operation of flying services. A number 
of officials of the Canadian Department 
of Transport are proposed as incorpo- 
rators of the company, including Col. 
V. I. Smart, Deputy-Minister of Trans- 
port, and Mr. R. K. Smith, Director of 
the Marine Branch. The proposed 
authorised capital is to be $5,000,000 in 
$100 shares. An exclusive contract to 
carry mails, passengers and express 
traffic will be given to Trans-Canada 
Air Lines over the coast-to-coast system, 
and the Dominion Government . will 
make good any loss during initial 
operations. 

L.M.S.R. Women’s Ambulance 
Competition.—In the final of the 
8th L.M.S.R. annual women’s ambu- 
lance competition, which took place at 
the Stephenson Rooms, Euston Hotel, on 
May 3, Glasgow ““A”’ team, with a 
total of 319 points, gained the premier 
award—the silver cup provided by the 
company. Derby team was _ second 
with 304 points. Dr. W. Archibald 
and Dr. W. Duncan were the judges. 
The proceedings, which were watched 
by a large number of interested spec- 
tators, were presided over by Sir Josiah 
Stamp. The result of the competition 
was announced by Mr. G. L. Darby- 
shire. Presenting the prizes, the Chair- 
man said that he was a great believer 
in anything which demonstrated that 
what men could do, women could do, 
and then some! The company, he said, 
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Concluding the proceedings, 
Mr. Darbyshire said they must not 
forget to thank the patient, and he 
complimented her on her constitution 
in surviving the large number of dread- 
ful accidents she had experienced that 
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CONTRACTS AND TENDERS 


Nicaise & Delcuve has received an 
order from the Leopoldina Railway for 
ten all-steel bogie covered goods wagons. 


Locomotives for North and West 
Africa and South America 
Beyer, Peacock & Co. Ltd. has 

received an order from the Sudan 

Government Railways for a further six 

4-6-4 + 4-6-4 Beyer-Garratt articulated 

locomotives, similar to the four recently 

ordered from the same firm for this 
railway and described and illustrated in 
the issue of THE RAILWAY GAZETTE of 

February 26, 1937. 

Beyer, Peacock & Co. Ltd. has also 
received an order from the Leopoldina 
Railway for three metre-gauge 2-8-0 
type tender locomotives. 

Beyer, Peacock & Co. Ltd. has also 
received an order from the Crown 
\gents for the Colonies for four Beyer- 
Garratt 4-6-2¢+ 2-6-4 articulated loco- 
motives for the Nigerian Government 
Railway and exactly similar to those 
supplied to the same administration last 
year and described and illustrated in 
the issue of THE Raitway GAZETTE of 
February 7, 1936. 


faylor Brothers & Co. Ltd. has re- 
ceived an order for 40 pairs of solid 
wheels and axles for all-steel bogie 
covered goods wagons from the Leopol- 
dina Railway. 

The Birmingham Railway Carriage & 
Wagon Co. Ltd. has received an order 
from the Crown Agents for the Colonies 
for 75 four-wheeled covered goods 
wagons required for the 4-ft. 84-in. gauge 
lines of the Palestine Railways. 

G. H. Sheffield & Co. (Engineers) Ltd., 
Calcutta, has received a further order 
from the Udaipur-Chitogarh Railway 
for four Sheffield-Twinberrow carriage 
bogies, complete with Framwel axle- 
boxes and wheels and axles. 

George Spencer Moulton & Co. Ltd. 
has received an order for 12,480 india- 
rubber springs for carriages and wagons 
from the Buenos Ayres Western Rail- 
way. 

The Egyptian State Railways Ad- 
ministration has placed the following 
orders : 

British Thomson-Houston Co. Ltd., under- 
ground cables (Ref. No. E.S.R. 30.306, items 3 
and 4, total cost £305, f.o.b. London). 

Ateliers de Constructions Electriques de 
Charleroi, underground cables (Ref. No. E.S.R. 
30.306), items 1, 2 and 5, total cost £495, f.o.b. 
\ntwerp). 

Sté. Commerciale d’Ougré, 400 metric tons 
fishplates (Ref. No. E.S.R. 302G3/14C, total 
price £E.5,412, f.o.b. Antwerp). 

Stahlunion-Exports, 6,500 metric tons 47 
kilog. rails, to be cooled by Sandberg process 
Ref. No. E.S.R. 302G3/14, price £11 10s. 6d. 
per ton, f.o.b. Antwerp). 

Oesterreichisch Alpine, 2,500 metric tons 
42 kilog. rails (Ref. No. E.S.R. 302G3/14, price 
£11 17s. 6d. per metric ton, f.o.b. Antwerp). 

Samuel Osborn & Co. Ltd., files and rasps 
(Ref. No. E.S.R. 309G3/4, total price £200 
delivery free Port Said). 


The Metropolitan-Cammell Carriage 
& Wagon Co. Ltd. has received an order 


for 900 double-acting buffers from the 
Buenos Ayres Great Southern Railway. 


The Gloucester Railway Carriage & 
Wagon Co. Ltd. has received an order 
from the Crown Agents for the Colonies 
for 86 bogie low-sided wagons required 
for the 3 ft. 6 in.-gauge lines of the 
Gold Coast Government Railways. 


The Vaughan Crane Co. Ltd. has 
received an order from the Chinese 
Government Purchasing Commission, 
to the inspection of Messrs. Fox & Mayo 
for two electrically-operated pulley 
blocks required for the Canton-Hankow 
Railway. 

Linley & Co. Ltd. has received an 
order from the Madras & Southern 
Mahratta Railway Administration, to 
the inspection of Messrs. Rendel, Palmer 
& Tritton, for 24 copper firebox plates. 


The Assam-Bengal Railway Ad- 
ministration has placed the following 
orders for machine tools and equipment 
to be supplied to the inspection of Messrs. 
Rendel, Palmer & Tritton : 

Webster & Bennett Limited, One vertical 
boring and turning mill. 

John Lang & Sons Ltd., One centre lathe. 

Craven Bros. (Manchester) Ltd., One hori- 
zontal milling machine. 

Cincinnati Milling Machines 
vertical milling machine. 

Alfred Herbert Limited, Two capstan lathes. 

Crow Hamilton & Co. Ltd., One boiler tube 
descaling machine. 

J. Browett Lindley (1931) 
reciprocating air compressor. 

Morgan Crucible Co. Ltd., One 650-lb. capa- 
city tilting furnace. 


Limited, One 


Limited, One 


Tenders are invited by the Bengal- 
Nagpur Railway receivable by May 14, 
at 132, Gresham House, Old Broad 
Street, London, E.C.2, for the supply of 
1,000 laminated springs. 


The Chief Controller of Stores, Indian 
Stores Department (Engineering Sec- 
tion) invites tenders, receivable by 
May 20, for the supply of a total of 
29,900 rail anchors. 

Tenders are invited by the Bikaner 
State Railway Administration, receiv- 
able by May 25, at the offices of Messrs. 
Rendel, Palmer & Tritton, 55, Broad- 
way, Westminster, S.W.1, for the supply 


of four metre-gauge YB class 4-6-2 
locomotives and tenders. 
The Department of Survey and 


Mines, Ministry of Finance, Cairo, is 
calling for tenders, to be presented in 
Egypt by May 29, for the supply and 
delivery of 4,500 tons of new or second- 
hand heavy rails. Firms desirous of 
offering rails of United Kingdom manu- 
facture can obtain further details from 
the Department of Overseas Trade. 


The South African Railways & 
Harbours Administration is calling for 
tenders (Tender No. 1285), receivable 
by June 7, for the supply and delivery 
of approximately 374 tons of steelwork 
for bridges, including nuts, bolts, and 
rivets. 

The Public Works Department, Pre- 
toria, is calling for tenders, to be 
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presented in South Africa by May 28, 
for the supply, delivery, and erection of 
two overhead electric travelling cranes, 
each having a maximum load capacity 


of five English tons. Firms desirous 
of offering cranes of United Kingdom 
manufacture can obtain further details 
from the Department of Overseas 
Trade. 

The South African Railways & Har- 
bours Administration is calling for 
tenders (Tender No. 1267) for the supply 
and delivery of 29,320 anti-corrosive 
steel boiler tubes, 63,430 steel boiler 
tubes, and 2,670 steel superheater flue 
tubes. Tenders, endorsed ‘‘ Tender No. 
1267 Boiler Tubes,’’ should be addressed 
to the Secretary to the Tender Board, 
South African Railway Headquarter 
Offices, Johannesburg, to be received 
by June 14. 


The South African Railways & Har- 
bours Administration is calling for 
tenders (Tender No. 1281) for the supply, 
delivery and erection of water softening 
plants of the vertical lime soda type at 
Tses, Groveput, Mariental, and Uping- 
ton. The plants should be capable of 
dealing with untreated water at the 
rate of : Tses and Groveput, 3,000 gal. 
an hour; and Mariental and Upington, 
6,000 gal. an hour. Tenders endorsed 
Tender No. 1281: Water Softening 
Plants should be addressed to the 
Secretary of the Tender Board, South 
African Railways & Harbours Head- 
quarters Offices, Johannesburg, to be 
received by June 21. Local representa- 
tion is essential, and the Department of 
Overseas Trade is prepared to furnish 
firms desirous of tendering for the supply 
of plant of United Kingdom manu- 
facture, and not represented in South 
Africa with the names of United King- 
dom merchant houses with local con- 
nections who may be willing to handle 
tenders on their behalf. 


Under the Bengal-Nagpur Railway 
1937-38 rolling-stock programme, 17 
broad-gauge ‘‘ HSM’”’ class locomotive 
boilers are to be replaced and 16 narrow- 
gauge saturated steam locomotives are 
to be converted to superheat with piston 
valves. Provision is made for the con- 
struction of 10 upper-class bogie coaches, 
nine four-wheeled luggage vans and five 
inspection coaches, broad-gauge, and 
15 narrow-gauge bogie coaching vehicles. 
Some 250 ‘‘CR”’ type wagons will also 
be replaced during the year. 


The new rolling stock programme for 
the Eastern Bengal Railway for the 
period 1937-38 provides for the replace- 
ment of eight ‘““ KS’ type broad-gauge 
locomotive boilers and three 2-4-0 type 
narrow-gauge locomotives. Three broad- 
gauge boilers and one spare metre- 
gauge boiler for YB class will also be 
required and 13 broad-gauge and seven 
metre-gauge bogie coaches will be 
purchased. The wagon stock require- 
ments include three metre-gauge bogie 
store delivery vans and 17 broad-gauge 
petrol tank wagons. It is also proposed 
to replace 26 broad-gauge goods brake 
vans and to purchase 100 ‘CP 8” and 
40 “OM ”’ type broad-gauge wagons, 








920 THE RAILWAY GAZETTE 








was watching the movement with great on behalf of the women’s ambulance 
interest. One of his earliest recollec- teams. Concluding the proceedings, 
tions of ambulance work was when as Mr. Darbyshire said they must not 
the “‘ victim ’’ of an accident he was forget to thank the patient, and he 
prodded in the ribs by the parasols of | complimented her on her constitution 
a number of young ladies anxious to in surviving the large number of dread- 
see how dead he really was. The ful accidents she had experienced that 
Chairman was thanked by Miss H. Catto day. 
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£ £ % £ 
Locomotives, rail .. = th a 74,741 212,079 361,905 448 439 
Carriages and wagons ar a a. Sareea 182,068 629 286 481,046 
Rails, steel .. a oe oe oe 51,442 65,553 249 656 191,444 
Wheels, sleepers, fishplates and miscel- 
laneous materials .. a bs .. 108,490 52,966 279,835 133,492 


Locomotive and rail exports included the following :— 


Locomotives Rails 
Mar., 1937 Mar.,1936 Mar., 1937 Mar., 1936 
f i 
Argentina ve ‘ee : 37,858 4,181 3,665 3,864 
Union of South Africa x os ie --* —* 33,056 5,677 
British India it aa a 2462 7,936 8,630 16,369 


* Figures not available. 








British and Irish Traflic Returns 





| Totals for 17th Week Totals to Date 
GREAT BRITAIN ——__—— —__—_— | —— —_—— 


| 


1937 1936 Inc. or Dec. | 1937 | 1936 





Inc. or Dec. 











| | 
L.M.S.R. (6,877 mls.) £ | f f | f f | £ 
Passenger-train traffic.. 467,000 423,000 |4 44.000 | 7,027,000 | 6,897,000 |4 130,000 
Merchandise, &« ..| 512,000 507,000 | 4 5,000 | 8,308,000 | 8,020,000 |+ 288,000 
Coal and coke | 243,000 | 237,000 | 4 6,000 4,775,000 | 4,512,000 |+ 263,000 
Goods-train traffic ied 755,000 | 744,000 |4+ 11,000 | 13,083,000 | 12,532,000 |4+ 551,000 
fotal receipts . --| 1,222,000 | 1,167,000 |4 55,000 | 20,110,000 | 19,429,000 |+ 681,000 
L.N.E.R. (6,320 mls.) | | 
Passenger-train traffic. 311,000 279,000 |4 32,000 4,652,000 4,548,000 |4+ 104,000 
Merchandise, &c. ...| 365,000 | 328,000 tL 37,000 | 5,752,000 5,526,000 |+ 226,000 
Coal and coke : 257,000 232,000 |4 25,000 | 4,410,000 4,236,000 + 174,000 
Goods-train traffic i 622,000 | 560,000 62,000 | 10,162,000 9,762,000 | + 400,000 
fotal receipts . ..| 933,000 | 839,000 | 94,000 | 14,814,000 | 14,310,000 |4+ 504,000 
} 
G.W.R. (3,738} mls.) | | 
Passenger-train traffic...| 189,000 178,000 |4 11,000 2,933,000 2,902,000 + 31,000 
Merchandise, &« |} 216,000 | 199,000 |4 17,000 3,346,000 | 3,189,000 |}|4+ 157,000 
Coal and coke | 114,000 | 103,000 | 11,000 1,972,000 1,811,000 | + 161,000 
Goods-train traffic .| 330,000 302,000 |4 28,000 | 5,318,000 | 5,000,000 |+ 318,000 
otal receipts 519.000 480,000 |4 39,000'} 8,251,000 7,902,000 |4+ 349,000 
S.R. (2,153 mls.) | | 
Passenger-train traffic | 287,000 | 272,000 |4 15,000 | 4,539,000 | 4,381,000 |4 158,000 
Merchandise, &« | 73,500 73,000 | 4 500 1,008,500 1,040,500 32,000 
Coal and coke .} 31,500 33,000 | 1,500 | 568,500 | 590,500 22,000 
Goods-train traffic -| 105,000 | 106,000 1000 | 1,577,000 1,631,000 | 54,000 
rotal receipts . , 392,000 | 378,000 |4 14,000 | 6,116,000 | 6,012,000 |+ 104,000 
| 
Liverpool Overhead | 1,206 1,087 |4 119 | 20,128 18,876 |4 1,252 
(64 mls.) 
Mersey (4 mls.) - 4,091 3,901 |4 190 | 72,194 | 69,576 |4 2,618 
*London Passenger | 
Transport Board ke 561,000 560,600 | 4 400 | 24,651,400 23,915,900 | + 735,500 
| | | 
IRELAND | 
tBelfast & C.D. pass 1,696 1,676 | 20 30,081 | 32,490 2,409 
(80 mls 
goods | 544 669 | 125 | 8,790 9,835 1,045 
total | 2,240 2,345 | 105 | 38,871 42,325 3,454 
Great Northern __ pass. 8,600 | 8,250 |4 350 | 142,050 143,700 1,650 
(543 mls. 
goods | 10,700 | 11,650 | 950 | 162,750 177,350 14,600 
total 19,300 19,900 | 600 304,800 321,050 16,250 
| | | 
Great Southern pass. } 33,078 32,961 | 4 117 481,795 492,808 11,013 
(2,075 mls 
goods | 42,525 45,303 | 2,778 715,236 724,998 9,762 
total | 75,603 | 78,264 2,661 1,197,031 1,217,806 20,775 
| 








* 44th Week + 18th Week 


' és 
Stocks mo 
G.W.R. 

Cons. Ord. wee) G44 
5% Con. Prefce. ...|12612 
5% Red. Pref.(1950)|113 
4% Deb. ... .-.|L 191 
434% Deb.... .-.{121 
44% Deb.... ..|129 
5% Deb. ... .--{141 
24% Deb.... —...| 791g 


5% Rt. Charge ...'1361l2 
5% Cons. Guar. ...13514 


L.M.S.R. 


Ord. ion .--| 355g 
4% Prefce. (1923) | 83 

4% Prefce. ese) 9234 
5% Red. Pref.(1955) 10914 
4% Deb. ... ../L1134 
5% Red. Deb.(1952)| 1195, 
4% Guar. ..- 10634 


L.N.E.R. 
5% Pref. Ord. ...| 14 
Def. Ord. ... ie 
4% First Prefce. 7914 
4% Second Prefce. | 3178 
5% Red. Pref.(1955)| 10012 
4% First Guar. ...|1041, 
4% Second Guar. | 99 
3% Deb. ... ---| 8534 
4% Deb. ... .../ 10934 
5% Red.Deb.(1947)|11614 
44% Sinking Fund |11 11,2 
Red. Deb. 


SOUTHERN 
Pref. Ord.... oe} 9834 
Def. Ord. ... eee] 275g 
5% Pref. ... .»-| 12034 


5% Red. Pref.(1964)/11934 
5% Guar. Prefce. (136 
5% Red.Guar. Pref. |120 


(1957) 
4% Deb. ... .-- L173, 
5% Deb. ... ... 140 


4% Red. Deb. |116l, 
1962-67 


Bevtrast & C.D. 
Ord. pers pe 


ForRTH BRIDGE 
4% Deb. ... .»-|107 
4% Guar. .-- 107336 


G. NORTHERN 
(IRELAND) 
Ord. ah vee) 191g 


G. SOUTHERN 
(IRELAND) 


Ord. eat ee] 63 
Prefce. ... .--| 65 
Guar. wad ee] D714 
Deb. wait 2e| 9934 
me AA N 
44% “A” w+e[ 12734 
et Ser .--/ 13814 
44% “T.F.A.” ...J11 Me 
ov het er | 131354 
os waa -»- {11219 
MERSEY 
Ord. wee} 4034 


4% Perp. Deb. .../103 
3% Perp. Deb. ...| 78 
3% Perp. Prefce. | 687, 
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British and Irish Railway 
Stocks and Shares 


821, 
201g 
11812 
11514 
1291. 
1153, 


10912 
134 
110 


41o 


105 
104 


121 
13312 
108g 
12%, 
93 


23 
98 
745, 


| 6314 


* ex dividend 











Prices 


May 


°., 
1937 


60 
1181, 
1111, 
109 
111 
|L1512 
12812 
6912 
|1271. 


1125 


QYlo 
5 


67 
24 


9612 
881l> 


104 
10812 
|1081» 


10212 
10212 


5412 
7718 


92 


|11712 
|12612 
|108 
|1171g 
85 


3112 


| 751g 
62l¢ 


R 


+ 11g 
+2 
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THE RAILWAY GAZETTE 


CONTRACTS AND TENDERS 


Nicaise & Delcuve has received an 
order from the Leopoldina Railway for 
ten all-steel bogie covered goods wagons. 


Locomotives for North and West 
Africa and South America 

Bever, Peacock & Co. Ltd. has 
received an order from the Sudan 
Government Railways for a further six 
4-6-4 + 4-6-4 Beyer-Garratt articulated 
locomotives, similar to the four recently 
ordered from the same firm for this 
railway and described and illustrated in 
the issue of THE RAILwAy GAZETTE of 
February 26, 1937. 

3eyer, Peacock & Co. Ltd. has also 
received an order from the Leopoldina 
Railway for three metre-gauge 2-8-0 
type tender locomotives. 

Beyer, Peacock & Co. Ltd. has also 
received an order from the Crown 
Agents for the Colonies for four Beyer- 
Garratt 4-6-2¢}+ 2-6-4 articulated loco- 
motives for the Nigerian Government 
Railway and exactly similar to those 
supplied to the same administration last 
year and described and illustrated in 
the issue of THE RAILWAY GAZETTE of 
February 7, 1936. 


faylor Brothers & Co. Ltd. has re- 
ceived an order for 40 pairs of solid 
and axles for all-steel bogie 
covered goods wagons from the Leopol- 
dina Railway. 


wheels 


The Birmingham Railway Carriage & 
Wagon Co. Ltd. has received an order 
from the Crown Agents for the Colonies 
for 75 four-wheeled covered goods 
wagons required for the 4-ft. 8}-in. gauge 
lines of the Palestine Railways. 

G. H. Sheffield & Co. (Engineers) Ltd., 
Calcutta, has received a further order 
from the Udaipur-Chitogarh Railway 
for four Sheffield-Twinberrow carriage 
bogies, complete with Framwel axle- 
boxes and wheels and axles. 


George Spencer Moulton & Co. Ltd. 
has received an order for 12,480 india- 
rubber springs for carriages and wagons 
from the Buenos Ayres Western Rail- 
way. 

The Egyptian State Railways Ad- 
ministration has placed the following 
orders :— 

British Thomson-Houston Co. Ltd., under- 
ground cables (Ref. No. E.S.R. 30.306, items 3 
and 4, total cost £305, f.o.b. London). 

\teliers de Constructions Electriques de 
Charleroi, underground cables (Ref. No. E.S.R. 
30,306), items 1, 2 and 5, total cost £495, f.o.b. 
\ntwerp). 

Sté. Commerciale d’Ougré, 400 metric tons 
fishplates (Ref. No. E.S.R. 302G3/14C, total 
price £E.5,412, f.o.b. Antwerp). 

Stahlunion-Exports, 6,500 metric tons 47 
kilog. rails, to be cooled by Sandberg process 
Ref. No. E.S.R. 302G3/14, price £11 10s. 6d. 
per ton, f.o.b. Antwerp). 

Oesterreichisch Alpine, 2,500 metric tons 
12 kilog. rails (Ref. No. E.S.R. 302G3/14, price 
£11 17s. 6d. per metric ton, f.o.b. Antwerp). 

Samuel Osborn & Co. Ltd., files and rasps 
(Ref. No. E.S.R. 309G3/4, total price £200 
delivery free Port Said). 


The Metropolitan-Cammell Carriage 
& Wagon Co. Ltd. has received an order 


for 900 double-acting buffers from the 
Buenos Ayres Great Southern Railway. 


The Gloucester Railway Carriage & 
Wagon Co. Ltd. has received an order 
from the Crown Agents for the Colonies 
for 86 bogie low-sided wagons required 
for the 3 ft. 6 in.-gauge lines of the 
Gold Coast Government Railways. 


The Vaughan Crane Co. Ltd. has 
received an order from the Chinese 
Government Purchasing Commission, 
to the inspection of Messrs. Fox & Mayo 
for two electrically-operated pulley 
blocks required for the Canton-Hankow 
Railway. 

Linley & Co. Ltd. has received an 
order from the Madras & Southern 
Mahratta Railway Administration, to 
the inspection of Messrs. Rendel, Palmer 
& Tritton, for 24 copper firebox plates. 


The Assam-Bengal Railway Ad- 
ministration has placed the following 
orders for machine tools and equipment 
to be supplied to the inspection of Messrs. 
Rendel, Palmer & Tritton : 

Webster & Bennett Limited, One vertical 
boring and turning mill. 

John Lang & Sons Ltd., One centre lathe. 

Craven Bros. (Manchester) Ltd., One hori 
zontal milling machine. 

Cincinnati Milling Machines 
vertical milling machine. 

Alfred Herbert Limited, Two capstan lathes. 

Crow Hamilton & Co. Ltd., One boiler tube 
descaling machine. 

3 Browett Lindley (1931) 
reciprocating air compressor. 

Morgan Crucible Co. Ltd., One 650-lb. capa- 
city tilting furnace. 


Limited, One 


Limited, One 


Tenders are invited by the Bengal- 
Nagpur Railway receivable by May 14, 
at 132, Gresham House, Old Broad 
Street, London, E.C.2, for the supply of 
1,000 laminated springs. 


The Chief Controller of Stores, Indian 


Stores Department (Engineering Sec- 
tion) invites tenders, receivable by 


May 20, for the supply of a total of 
29,900 rail anchors. 

Tenders are invited by the Bikaner 
State Railway Administration, receiv- 
able by May 25, at the offices of Messrs. 
Rendel, Palmer & Tritton, 55, Broad- 
way, Westminster, S.W.1, for the supply 


of four metre-gauge YB class 4-6-2 
locomotives and tenders. 
The Department of Survey and 


Mines, Ministry of Finance, Cairo, is 
calling for tenders, to be presented in 
Egypt by May 29, for the supply and 
delivery of 4,500 tons of new or second- 
hand heavy rails. Firms desirous of 
offering rails of United Kingdom manu 
facture can obtain further details from 
the Department of Overseas Trade. 


The South African Railways & 
Harbours Administration is calling for 
tenders (Tender No. 1285), receivable 
by June 7, for the supply and delivery 
of approximately 374 tons of steelwork 
for bridges, including nuts, bolts, and 
rivets. 

The Public Works Department, Pre- 
toria, is calling for tenders, to be 
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presented in South Africa by May 28, 
for the supply, delivery, and erection of 
two overhead electric travelling cranes, 
each having a maximum load capacity 


of five English tons. Firms desirous 
of offering cranes of United Kingdom 
manufacture can obtain further details 
from the Department of Overseas 
Trade. 

The South African Railways & Har- 
bours Administration is calling for 
tenders (Tender No. 1267) for the supply 
and delivery of 29,320 anti-corrosive 
steel boiler tubes, 63,430 steel boiler 
tubes, and 2,670 steel superheater flue 
tubes. Tenders, endorsed ‘‘ Tender No. 
1267 Boiler Tubes,’’ should be addressed 
to the Secretary to the Tender Board, 
South African Railway Headquarter 
Offices, Johannesburg, to be received 
by June 14. 


The South African Railways & Har- 
bours Administration is calling for 
tenders (Tender No. 1281) for the supply, 
delivery and erection of water softening 
plants of the vertical lime soda type at 
Tses, Groveput, Mariental, and Uping- 


ton. The plants should be capable of 
dealing with untreated water at the 


rate of : Tses and Groveput, 3,000 gal. 
an hour; and Mariental and Upington, 
6,000 gal. an hour. Tenders endorsed 
Tender No. 1281: Water Softening 
Plants should be addressed to the 
Secretary of the Tender Board, South 
African Railways & Harbours Head- 
quarters Offices, Johannesburg, to be 
received by June 21. Local representa- 
tion is essential, and the Department of 
Overseas Trade is prepared to furnish 
firms desirous of tendering for the supply 
of plant of United Kingdom manu- 
facture, and not represented in South 
Africa with the names of United King- 
dom merchant houses with local con- 
nections who may be willing to handle 
tenders on their behalf. 


Under the Bengal-Nagpur Railway 
1937-38 rolling-stock programme, 17 
broad-gauge ‘‘ HSM.”’ class locomotive 
boilers are to be replaced and 16 narrow- 
gauge saturated steam locomotives are 
to be converted to superheat with piston 
valves. Provision is made for the con- 
struction of 10 upper-class bogie coaches, 
nine four-wheeled luggage vans and five 
inspection coaches, broad-gauge, and 
15 narrow-gauge bogie coaching vehicles. 
Some 250 ‘‘ CR’”’ type wagons will also 
be replaced during the year. 


The new rolling stock programme for 
the Eastern Bengal Railway for the 
period 1937-38 provides for the replace- 
ment of eight ‘‘ KS’ type broad-gauge 
locomotive boilers and three 2-4-0 type 
narrow-gauge locomotives. Three broad- 
gauge boilers and one spare metre- 
gauge boiler for YB class will also be 
required and 13 broad-gauge and seven 
metre-gauge bogie coaches will be 
purchased. The wagon stock require- 
ments include three metre-gauge bogie 
store delivery vans and 17 broad-gauge 
petrol tank wagons. It is also proposed 
to replace 26 broad-gauge goods brake 
vans and to purchase 100 ‘CP 8” and 
40 ‘‘ OM” type broad-gauge wagons, 
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In the Court of the Railway Rates Tribunal. ticulars of which are set out in the Schedule Notices of Objection to any of the id 
Road and Rail Traffic Act, 1933 hereto, have been lodged with the Railway Applications must be filed on or before 
Rates eee. we f 2eth May, 1937. 
the Procedure to be followed in regard to the \ copy of each Application can be obtaine! 
Agreed Charges inspection of the said Applications and the from Mr. G. Cole Season. Secretary, Rates ani 
fiing of Notices of Objections is that published Charges Committee, 35, Parliament = Street 
TOTICE Is HEREBY GIVEN that in the “ London Gazette’ of 28th July, 1936 Westminster, London, S8.W.1, price 1s. post fre 
4 Applications for the approval of Agreed Printed copies of the Procedure can be_ob- T. J. D. ATKINSON 
Charges under the provisions of Section 37 of tained from the Railway Rates Tribunal, Bush Registrar 
the Road and Rail Traffic Act, 1933, shert par- House, Aldwych, London, W.C.2. Sth May, 1937 
Number of | Number of 
Appli- ] Name of Trader and General Description of Traffic Appli Name of Trader an! General Description of Traffic 
cation eation 
1937 | CHAIN LIBRARIES LIMITED, 28, City Road, London, E.C.1; 1037 THE BANTAM PRODUCTS LIMITED, Bantam Works, Leeds u 
No. 237 sooks, Stationery and Stationers’ Sundries No. 275 Coffee, etc. 
1937 THE “SUN” CYCLE & FITTINGS CO. LTD., Ashton Brook Street, 1937 JOHN BARRAN & SONS LTD., Chorley Lane, Leeds : Clothing 
No. 238 Birmingham, 6; Bicycles, Fittings and Accessories, etc No. 276 
1937 ENSIGN LIMITED, Ensign House, 88/89, High Holborn, London, 1937 J. H. BISHOP, Haverfordwest Rabbits (dead). 
No. 239 WiC. Photographic Apparatus, etc., Cinematograph Machines No. 277 
(Amateur), Wireless Apparatus, etc., Automatic Delivery (Slot) 1937 BOULT BROS. LTD., 71, 73 and 75, St. Paul's Street, Leeds 
Machines, Toys, Fancy Goods, Hardware, et¢ No. 278 Clothing and Drapery. 
1937 |} J. PICK & SONS LTD., Leicester: Knitted Outwear 1937 THE BROOK MANUFACTURING CO. (NORTHAMPTON) LTD 
No. 240 | No, 279 Clarke Road, Northampton ; Ladies’ and Children’s Clothing. 
1937 NURSERY FURNISHINGS LIMITED, Philip Road, Peckham Rye 1937 CHARLES DOODY & SON LTD., Longford Works, Crewe : Clothing 
No. 241 London, 8.E.15; Nursery Furnishings, Perambulators, ete. No, 280 
(Applicable also to traffie consigned by one Assoc’ated or Sxbsid-ary 1037 CHARLES EARLY & CO. LTD., Witney Mills, Oxfordshire : Blanket 
Company.) No, 281 
1937 PASHON PRODUCTS LIMITED, Trading Estate, Slough Cordials 1037 J. HEPWORTH & SON, LTD., Providence Works, Claypit Lane, Leeds 
No. 242 and Preserves No, 282 Hats and Clothing 
1937 STANDARD SOAP CO. LTD., Ashby-de-la-Zouch ; Soap, etc 1937 (. R. MCRITCHIE & CO. LTD., Market Street, Edfburgh : Hosiery 
No $3 | (Applicable to traffic consigned by one Associated or Subsidiary Company.) No. 283 
1937 |} W. STEMBRIDGE & SONS LTD., Stylebridge House, 12, Swinegat 1937 REEVES & SONS LTD., Ashwin Street, Dalston, London, E.s ; Sta 
No. 244 | Leeds, 1; Coats and Costumes No, 284 tionery, Stationers’ Sundries and School Requisites. 
1937 | ULTRA ELECTRIC LIMITED, Western Avenut Acton, Lomdton 1937 RK. ROWLEY & CO. LTD., Queen Street, Leicester ; Hosiery 
No, 245 | W.3: Wireless Receivers and Apparatus, et« No, 285 
1937 KLINGER MANUFACTURING CO. LTD., Silver Street, Edmonton 1937 THOMSON & PORTEOUS LIMITED, 107-109, Leith Street, Edin 
No. 246 London, N.18 ; Hosiery, ete. No. 286 burgh, |: Cigarettes, Cigars, Tobacco, Snuff, et 
1937 } THE SCOTTISH CO-OPERATIVE WHOLESALE SOCIETY (Applicable also to traffie covsigned by two Assoc ated or Subsidiary 
No. 247 | LIMITED, Kilmarnock Live Pigs Comparies.) 
1937 | AERODYNE RADIO’ LIMITED, Aerodyne Works lfottenham 1037 J.W. MYERS LIMITED, Saville Street Works, Saville Street, Leeds, ! 
No. 2428 | London, N.17; Wireless Receivers and Apparatus, etc No, 287 Caps and Clothing 
1937 ALLIED NEWSPAPERS LIMITED, 200, Gray's Inn Roald, London (Applicable also to traffic co qgued by one Associated or Subsidiary 
No. 249 | W.C.1: Returned unsold Newspapers Company.) 
1937 | BELL & SONS LTD., Silverdale Works, Liverpool, 13: Cattle Medicines 137 ALLIED SUPPLLES LIMITED, 179 189, City Road, London, E.C.1 
No. 250 | Disinfectants, Stock Feed and Salt Licks No, 288 Multiple Shop Tratfic (Provisions, ete.), ex Bricklayers’ Arms. 
L037 | ELEPHANT CHEMICAL CO. LTD., 171-3, Neate Street. London LY37 ALLIED SUPPLIERS LIMITED, 179 189, City Road, London, E.C.1 
No. 251 S.E.5; Chemicals, Brushes, Batteries and Electrical Accessories No. 289 Multiple Shop Trattic (Provisions, ete.), ex Broad Street. 
Oils, Cleansing Pastes and Powders, Cable, Cycle and Motor Acces 1037 ALLIED SUPPLIERS LIMITED, 179 189, City Road, London, E.C.1 
sories, Disinfectants, Enamels, Paints, Hardware, Perfumery, et: No, 290 Egus, Lard, Preserves, Provisions and Sugar, ex Cardiff, ete. 
1037 W. H. EYLES «& CO. LTD., Crow Lane, Bristol, 1 Groceries, Pre 1037 ALLIED SUPPLIERS LIMITED, 179 189, City Road, London, E.( 
| serves, Provisions, Fruit and Veuetables, et« No, 291 Multiple Shop Traffic (Provisions, ete.), ex Paddington. 
|} FARLEY’S INFANT FOOD LIMITED, Torr Lane, Plymouth 1937 CROSSE & BLACKWELL LIMITED, Soho Square, London, W.1 
3 } Biscuits, et Na, 292 Confectionery, Pickles and Sauces, Preserves and Provisions, et 
} WALTER HENDERSON LIMITED, Saffronhall Factory, Hamilton (Dundee traffic). 
} Textiles, Cotton and Linen Goods, et« ipplicable also to traffie consigned by six Associated or Subsidiary 
JAMES C. LAKE & CO., Little Sutton Street, Clerkenwell, Lomdon Companies.) 
E.C.1; Paper, et 1937 CROSSE & BLACKWELL LIMITED, Soho Square, Lomton, W.1 
1937 | LAWTON MANUFACTURING CO. LI D.. Lawton Works, Henry No, 293 Confectionery, Pickles and Sauces, Preserves and Provisions, et 
No. 256 | Street, London, W.C.1; Concrete or Plaster Figures an! Ornaments (London Trattic) 
Clocks, Mirrors, etc (Applicable also to traffic consigaed by nine Associated or Subsid ary 
1937 } LESME LIMITED, Sunya House, Scrubs Lane, London, N.W.10 Companies.) | 
No. 257 | Chocolate, Cocoa, Cacao Butter, Confectionery, et« 1937 ENFIELD CYCLE CO. LTD., Entield Works, Redditch ; Motor Bicycles | 
1937 |G. D. PETERS & CO. LTD., Windsor Works, Slough, Bu:ks Elec No. 204 | 
No. 258 | trodes, lron or Steel for Welding 1937 LEVER BROS. LTD., Port S:ntizht Perfumery, Soap, Toilet Pre 
1937 } SCRUM LIMITED, 3, Thornhill Road, London, N.1 Scouring Powder No, 295 parations, ete. 
No. 259 | 1937 MAC FISHERIES LIMITED, 27, Pudding Lane, London, E.C.3 : Eggs 
1937 ARTHUR TIPPER, Victoria Foundry, Willenhall, Staffs; Hardware No, 296 Game and Poultry. 
No. 260 | Malleable [ron Castings, Rivets, Lron or Steel (Applicable also to traffic consigned by one Associated or Subsidiary 
Applicable also to traffic consigned by one Associated or Subsidiary Company.) 
| Company.) 1937 MAC FISHERIES LIMITED, 27, Pudding Lane, London, E.¢ 
1937 UNITED PHOSPHATE & MALT CO. LTD., Chase Road, London, No, 297 Fish. 
No. 261 N.W.10; Malt Extract, Groceries, Preserves, Provisions, Bakers (Applicable also to traffic consigned by one Associated or Subsid.ary 
and Confectioners’ Specialities and Sundries Company.) 
1937 | WASDELL LIMITED, Holdford Road Works, Witton, Birmingham 1937 BRITISH VINEGARS LIMITED, Caron Place, 87, South Lambeth 
No. 262 | 6; Hardware, Glass, Mudguards, ete No, 298 Road, Lon ton, 8.W.8 ; Malt Vinegar, Preserves, Pickles and Sauces 
1937 | THOMAS WYATT & SON LTD., Burlington Works, Keyvmer Street, Olive Oil, ete 
No, 263 Manchester, 11 ; Stationery, School Requisites (Applicable also to traffic consigned by four Assoe ated or Subsid aru 
| (Applicable also to traffic consigned by one Assoc ated or Subsidiary Companies.) 
Company.) 10337 SCOTTISH OILS LIMITED, 53, Bothwell Street, Glasgow, C.2 
1937 | BRANSON & CO. LTD., Chase Works, The Chase, Clapham, London, No. 299 Candles and Tapers. 
No. 264 | S.W.4: Coffee Extract, ete (Applicable also to traffic consigned by nine Associated or Subs'd ary 
1937 1G 3. BRITTON & SONS LTD., Kingswood, Bristol Boots and Companies.) 
No. 265 Shoes. 137 JOHN WEBB & CO. LTD., Crescent Works, Hockley, Birmi gham, 19 
1937 T. B. FINNEY & CO. LTD., Cornbrook Spice Mills, Manchester, 15 No, 300 Plumbers’ Brass Foundry Ware, etc. 
No. 266 Mixed Groceries, Sausage Meal and Skins, etc 1937 JAMES HARE LIMITED, 72, Wellington Street, Leeds, 1; Woollen 
1937 THE GREAT UNIVERSAL STORES LIMITED, Devonshire Street, No. 301 Goods and Patterns. 
No. 267 Ardwick, Manchester ; Furniture, General Stores Wares, et 1037 rHE INDIA RUBBER, GUTTA PERCHA & TELEGRAPH WORKS 
(Applicable also to traffic consigned by six Associated or Subsidiary No. 302 CO. LID., Silvertown, London, E Rubber Tyres, Golf, Tennis 
| Companies.) and Play Balls, Ebonite, Telegraph Flex and Rubber Goods. 
1937 | THOMAS HEDLEY & CO. LTD., Pheonix Buildings, Collingwoot 
No. 268 | Street, Newcastle-on-Tyne ; soap and Candles — ae , _ "soe —_ 
1937 LISSEN LIMITED, Angel Road, Edmonton, London, N.18 ; Aecumu- M . : 
No. 269 | “lators, Dry Battery Cells, Light Aluminium Castings, Wireless Universal Directory of Railway Officials and 
Receivers, Electric Lamps, Sparking Plugs, Bakelite Mouldings, et« j 
1937 | MINSTERLEY CREAMERIES LIMITED, Nova Scotia street Railway Year Book 
No. 270 Birmingham : Butter, Cream, Condensed Milk, Cheese, Casein , 7 
1937 | MUNDUS & J. & J. KOHN LIMITED, 50, ‘Great Eastern Street, 42nd Annual Edition, 1936-37 
No. 271-| London, E.C.2; Bentwood Furniture, Chairs and Tables Price 20/- net. 
( Applicable also to traffic consigned by one Associated or Subs'd ary 
Company.) ; : ‘ - This unique publication gives the names of all the principal railway officers 
1937 REEVES « SONS LTD., Ashwin Street, Dalston, London, E.s ; Paper, throughout the world, together with e:sential salen of the system- 
No. 272 Stationery and Stationers Sundries, School Requisites, Colours, et with which they are connected. Much general and statistical information 
1937 JOHN WHITE & CO. (BRISTOL) LTD., 107-108, Thomas Street, about railways is also con-isely presented. 
No. 273 | Bristol, 1; Bacon and Hams, Butter, ¢ heese, Lard and Preserves. 
1937 | C. & H. COVERDALE, 40, Friar Lane, Leicester : Hosiery, Underwear THE DIRECTORY PUBLISHING CO. LTD. 
No. 274 | and Knitwear. i. 33, Tothill Street, Westminster, S.W.1 
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Legal and Official Notices—(continued) 


Crown Agents for the Colonies 


COLONTAL GOVERNMENT 
APPOINTMENTS 

PPLICATIONS from qualified candidates 

are invited for a following post : 


; SECTION ENGINEER required by the 
Government of Nigeria for the Railway Depart- 
ment for two tours of 12 to 24 months each 
with probability of further employment. Salary 
£ a year for two years then £500—£25-- £600 

f £840 a year. Free passages and quarters 


| liberal leave on full salary. Candidates, 
ed 23-35, should be Corporate Members of the 


Lvstitution of Civil Engineers or possess an 
Engineering Degree recognised as_ granting 
€ mptio yi from Sections A and B of the 
4.M.LC.E. examination, and have had practical 


experi toon in railway and bridge maintenance, 
reinforced concrete design and construction. 
Candidates wh» are students of the Institution 
of Civil Engineers and have had the requisite 
practical experience are also eligible for con 

eration 

Apply at once by letter, stating age, 
married or single, and full particulars of quali 
fications and experience, and mentioning this 
paper, to the Crown Agents for the Colonies, 
4. Millbank, London, S.W.1, quoting M/4967. 


whether 


et ae as Senior and Detail Men 
required for Aircraft constructional work 
Apply stating full particulars to: EXPERIMENTAL 
Arrcrart DrawinG Orrice, The Bristo. AgRo- 
puane Co. Lrp., Filton House, Bristel. 


TWVHE Proprietor of British Patent No. 329,720, 
dated March 1, 1929, relating to ‘ Im- 
provements in Railway Rolling Stock Under- 
frame Structure,” is desirous of entering into 
irrangements by way of a licence or otherwise 
on rezsonable terms for the purpose of exploit- 
ing the above patent and ensuring its practical 
working in Great Britain. Inquiries to 
Sincer, Steger Building, Chicago, Illinois. 


Bengal-Nagpur Railway Company Limited 


r HE Directors are 
Tenders for: 
1,000 LAMINATED SPRINGS 

Specification and Form of Tender can_ be 
obtained at the Company’s Offices, 132, Gresham 
House, Old Broad Street, London, E.C.2, on or 
after Monday, 3rd May, 1937. 

4 fee of 10s. will be charged for each copy 
of the Specification, which is NOT returnable 

Tenders must be submitted not later than 
Ncon on Friday, 14th May, 1537. 

The Directors do not bind themselves to 
accept the lowest or any Tender, and reserve to 
themselves the right of reducing or dividing the 
order 


prepared to receive 


By Order of the Board 
T. R. WYNNE 


Managing Director 


Rio Tinto Company Limited 


DIVIDEND ON SHARES TO BEARER 


ta, RS of Share Warrants to Bearer 

ire informed that they will receive Pay- 
ment of the Dividend declared at the Genera! 
Meeting held on the 29th inst., at the rate ot 
Two Shillings and Sixpence per Share on the 
Preference Shares, less Income Tax, on anc 
after Saturday, the 15th May, 1937, on presen- 
tation of Coupon No. 80 on the Preference 
Shares, either at the Company’s Office ir 
London, or at the Société Générale, 29, Boule 
vard Haussmann, Paris. 

Coupons for payment in London must be left 
four clear days previously for examination, and 
may be deposited forthwith. 

By Order, 
R. H. BEECHER, 
Secretary. 
Offices of the Company : 
ll, Old Jewry, 
London, E.C.2. 
29th April, 1937. 


Bengal-Nagpur Railway Company Limited 


HE Directors are prepared to receive 
Tenders for: 
1000 STEEL TYRES. 

Specification and Form of Tender can_ be 
obtained at the Company’s Offices, 152, Gresham 
House, Old Broad Street, London, E.C.2, on 
or after Tuesday, 4th May, 1937. 

\ fee of 10s. will be charged for each copy 
of the Specification, which is NOT returnable. 

Tenders must be submitted not later than 
Noon on Wednesday, 19th May, 1937. 

The Directors do not bind themselves to 
accept the lowest or any Tender, and reserve 
to themselves the right of reducing or dividing 
the order 


By Order cf the Board, 
T. R. WYNNE 


Managing Director. 


No. 419,149 “ Improvements in Track- 
actuated Train Control Apparatus ’’ 


TINILE owners of the above patent are desirous 

of arranging by licence or otherwise on 
reasonable terms for the manufaciure and com- 
mercial development of the invention. For 
particulars address in the first imstanee to 
Herserr Happan & Co., 31 and 32, Bedford 
Street, Strand, London, W.C.2. 


OFFICIAL ADVERTISEMENTS. 


( FFICIAL ADVERTISEMENTS intended for 

insertion on this page should be sent in 
as early in the week as possible. The latest 
time for receiving official advertisements for 
this page for the current week’s issue is noon 
on Thursday. All advertisements should be 
addressed to :—The Ratlway Gazette, 33. Tothill 
Street, Westminster, London, 8.W.1 








Railway Students’ 


Che annual convention of the Rail- 
way Students’ Association of the 
London School of Economics, London 
University, was held this year in Edin 
burgh from May 83 to 5 under the 
Presidency of Mr. William Whitelaw, 
Chairman, L.N E.R. The head 
quarters of the convention were in the 
L.N.E.R. North British Station Hotel. 

Mr. Whitelaw formally opened the 
proceedings on Monday last. In wish 
ing the members of the association a 
successful convention, he reminded 
them that they would find in the Scot 
tish area many transport problems 
which did not exist in other parts of 
the British Isles. Mr. George Mills, 
Divisional General Manager (Scotland), 
L.N.E.R., then gave an address of 
welcome on behalf of the transport 
undertakings of Edinburgh and district. 
Mr. Mills outlined briefly the nature 
of the transport undertakings serving 
the area and drew special attention to 
the facilities offered by both the 

..E.R. and L.M.S.R. At the con- 
clusion of Mr. Mills’s address, Mr. 
Whitelaw called upon Mr. R. Gardiner, 
Superintendent (Southern Scottish 
Area), L.N.E.R., to deliver a paper on 

The Progress of Railway Transport 
in Scotland.’’ Mr. Gardiner, in an 
ible and comprehensive address, de- 
scribed the difficulties and considera- 
tions which attended the construction 
of railways in Scotland; reviewed the 
growth of these railways since their in- 
ception, including a more detailed 
iccount of recent developments; and 
finally added some details of shipping 
and rail transport services available 


Association Annual Convention 


tcuay An 
lowed the reading of the 
Mr. ‘Whitelaw wound up the 
ings with a vote of thanks 
Gardiner 

After lunch on Monday a visit was 
paid under the guidance of Mr. 
Gardiner to Waverley station where the 
new signalling installation (described 
and illustrated in THe Rattway 
GazE1tE for November 27, 1936), and 
the district control office were in 
spected. Later in the afternoon mem 
bers of the association were received 
by the Rt. Hon. Louis S. Gumley, the 


interesting discussion fol 
paper, and 
proceed 


to Mr. 


Lord Provost, who was accompanied 
by the Lady Provost, the Magistrates 


and Council of the City of Edinburgh, 
at the Citv Chambers. On both these 
afternoon visits the party was accom- 
panied by Mr. Whitelaw. In the even 
ing an inspection was made of the New 
Street depot of the Scottish Motor 
Traction Co. Ltd., where the overhaul 
methods were explained. 

On Tuesday morning, Mr. Whitelaw 
igain presiding, a paper was read by 
Mr. R. Beveridge, Commercial Mana- 
ger, Scottish Motor Traction Co. Ltd., 
on ‘* Passenger Road Transport in Scot- 
land.’’ Mr. Beveridge outlined the rise 
of the S.M.T. organisation, and also 
provided a comprehensive survey of 
operating methods in Scotland. After 
the discussion the thanks of the associ 
ation were offered to Mr. Beveridge by 
Mr. Whitelaw. The afternoon visit 
was to Leith docks where tea was taken 
at the invitation of Mr. J. A. Lindsay, 
Chairman of the Leith Docks Commis- 
sioners. After dinner the party left 


Waverley station to inspect the Forth 
bridge which was crossed on foot, the 
return journey to the south shore of 
the Firth of Forth being made by ferry. 

The paper on Wednesday morning 
was given by Mr. H. Leith, General 
Manager, David MacBrayne Limited, 
who took as his subject ‘‘ The Rise and 
Development of Scottish Waterways 
Services.’’ In the absence of Mr. 
Whitclaw, Mr. George Mills presided. 
Mr. Leith first reviewed the histories 
and traffi¢s of the various’ Scottish 
ports. He then traced the story of the 
growth of David MacBrayne Limited 
from the launch of the Comet in 1812. 
The company’s fleet today consists of 
22 steamers with a carrying capacity 
of approximately 10,500 passengers. 
The ports served by daily, twice 
weekly, thrice weekly, weekly, or 
monthly calls number 139, and daily 
over 1,000 miles of water are traversed. 
A lively discussion followed, and then a 
vote of thanks to Mr. Leith was proposed 
by Mr. Mills. After lunch the party 
travelled to Glasgow where visits were 
paid to the Scottish Co-operative 
Society’s works at Shields Road, the 
L.M.S.R. St. Enoch and_= Central 
stations, and the printing works of The 
Glasgow Herald. Although the con 
vention officially: closed on Wednesday 


evening, a party then set out from 
Glasgow for a short tour of the West 


Highlands to see something of the 
transport arrangements in that area. 

Among those also present at the con 
vention were the following :— 

Messrs. H. B. Angus, G. S. Begg, J. David 
son, L. Greig, A. Henderson, A. Hill, F. M. Kerr, 
F. W. Lamb, J. C. MacGregor, J. Ness, H. G. 
Sayers, C. E. R. Sherrington, J. Smith, and 
\. F. Wallis. 
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Railway Share Market 


\ rise of a general character has been 
in evidence in the stock and share markets 
this week, sentiment having been assisted 


by the view that the final details of the 
National Defence Contribution tax will 
show that earlier fears were much exag- 


gerated. Home railway stocks continued 
to benefit from the belief that increased 
transport charges are likely to be put into 
force later in the year, and the excellent 
impression created by the traffic receipts 
was also a factor of importance. The fact 
that about half of the aggregate increase 
in the past week’s receipts arose from 
passenger traffic was taken to indicate 
that benefit is being derived from the in- 


traffics of the L.N.E.R. was much in ex- 
cess of expectations and the first and 
second preference stocks improved to 67 
and 23 respectively, while the preferred 
and deferred stocks were also more active 
at slightly better prices. L.M.S.R. ordi- 
nary was a good feature at 30, while the 
4 per cent. preference at 83 and the 1923 
preference at 74 were in larger demand on 


the apparently attractive yields offered 
and on general confidence that there is 


likely to be increased cover for their divi- 
dend requirements this year. The £55,000 
rise in the railway’s receipts last week 
brings its aggregate increase this year to 
£681,000, and if it were not for increased 
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Southern deferred and _ preferred were 
moderately better at 23 and 904, but the 
traffic gain of £14,000 was below market 
expectations. Great Western ordinary 
participated in the improved trend and 
was active around 60 following publica- 
tion of last week’s receipts which show a 


rise of £39,000. According to some 
market men this stock is rather moder- 
ately priced having regard to the fact 


that a dividend of 3 per cent. at least 
is regarded as virtually assured. 

Foreign railway stocks responded to the 
improved general market conditions and 
there was steady demand at better prices 
for the preference stocks of B.A. Gt 
Southern, Central Argentine and B.A. 
Western, while B.A. Pacific ordinary also 
improved. Cordoba Central stocks re 
ceived attention on the belief that the 
Argentine Government will shortly ratify 














flux of visitors for the Coronation cele- costs of materials and equipment there the purchase of the line. Canadian 
brations. would be general confidence in prospects Pacific issues were better on the encourag 
The rise of £94,000 in last week’s of a larger dividend on the ordinary stock. ing traffic return. 
Traffic Table of Overseas and Foreign Railways Publishing Weekly Returns 
n 
Traffics for Week rt Aggregate Traffics to Date Prices 
Railways open sean ~* r a sige 
¥ znding Inc. or Dec. % Totals e $ So o. |F= 
with 1936 :$ This Year | Last Year crease . ita Le we 
£ £ £ £ £ 
( Antofagasta (Chili) & Bolivia 834 2.5.37 17,860 7,000 18 309,960 240,170 + 69,790 | Ord. Stk. 25 1514 23 Nil 
| Argentine North Eastern 753 1.5.37 9,665 1,522 | 44 381,766 344,401 + 37,365 & 12 2 10 Nil 
| Argentine Transandine — Se _ a — a _ _ A. Deb. 54 45 85 4llig 
| Bolivar es ; 174 Mar., 1937 6,100 | — 1,500 13 17,200 19,750 — 2,550 6p.c. Deb 9 5 812 Nil 
| Brazil : oe — oe =e — _ oe _— — Bonds. 16 111g 15lp 314 
| Buenos Ayres & Pacific .. 2,806 1.5.37 120,596 | + 20,831 | 44 4,152,586 | 3,715,962 | + 436,624 Ord. Stk. 171, 6 2 Nil 
| Buenos Ayres Central ‘ 190 17.4.37 $136,300 + $49,340 42 $5,980,400 $4,597,360 + $1,383,010 | Mt. Deb. 3112 11 36 Nil 
| Buenos Ayres Gt. Southern 5,084 1.5.37 138,151 | + 27,986 44 6,644,683 5,755,209 + 889,474 Ord. Stk. 3134 1334 31 Nil 
Buenos Ayres Western 1,930 1.5.37 68,114 | + 19,054 44 2,207,274 1,993,211 + 214,063 - 2934 11 26 Nil 
| Central Argentine 3,700 1.5.37 150,093 | + 55,910 | 44 6,774,459 | 5,231,165 + 1,543,294 a 32929 834 2915 Nil 
Do. ; ~ _ — _ — — — _ Dfd. 21 412 «13 Nil 
a Cent. Uruguay of M. Video 273 24.4.37 13,111 292 | 43 $37,376 475,290 + 62,086 Ord. Stk. 734 3 5 Nil 
& | Do Eastern Extn. 311 24.4.37 3,142 194. 43 104,391 88,686 + 15,705 sii pete eek ‘an be 
Fs } Do. Northern Extn. 185 24.4.37 2,404 133 43 73,297 62,517 + 10,780 pa aa aa eu -_ 
<! Do. Western Extn. 211 24.4.37 812 13 43 43,748 38,114 a 5,634 — = aan — os 
| Cordoba Central . 1,218 1.5.37 30,580 4,960 41 1,391,500 1,225,470 + 166,030 Ord. Inc. 5 1 6 Nil 
@4 Costa Rica z .. 188 Feb., 1937 17,026 2,386 35 142,134 106,919 + 35,215 Stk. 3612 32 7 53g 
5) Dorad> nt sa 70 = Mar., 1937 16,900 | + 4,000 13 48,000 38,500 + 9,500 1Mt. Db. 107 10112 10412 534 
& | Entre Rios - 810 1.5.3? 11,085 | + 1,461 | 44 564,811 47!,649 | + 93,162 | Ord. Stk. 17 6 12 Nil 
3 | Great Western of Brazil 1,082 1.5.37 6,700 1,100 18 141,900 159,800 17,900 Ord. Sh. ly Ron lp Nil 
| International of Cl. Amer. 794 Mar., 1937 $591,496 $21,620 13 $1,631,626 $1,563,050 + $68,576 oe une iis fa 
= | Interoceanic of Mexico _ — a = - — _— _ Ist Pref. lp -/6 1g Nit 
x) | La Guaira & Caracas 22 Apr., 1937 6,205 + 1,790 17 23,080 17,375 + 5,705 Stk. 9 3 71o Nil 
? | Leopoldina : 1,918 1.5.37 21,426 | + 7,052 | 18 390,051 307,926 + 82,125 | Ord. Stk. 1012 31p 6 Nil 
| Mexican : 483 30.4.37 $459,600 + $70,000 17 $5,425,900 $4,511,400 + $914,500 — 114 14 4 Nil 
| Midland of Uruguay 319 = Mar., 1937 9,208 + 1,479 39 78,513 64, + 13,625 a Ilp le lp Nil 
| Nitrate ‘ 397 304.37 10,294 + §,257 | 17 64,581 + 10,936 Ord. Sh. 63/6 41/9 25a Nil 
| Paraguay Central 274 1.5.37 $3,820,000 | + $1,147,006 44 $125,163,000 $102,35 + $22,809,000 Pr. Li.Stk. 85 71 82 7516 
Peruvian Corporation 1,059 Apr., 1937 97,082 13,685 40 $27,889 786,623 + 41,266 Pref. 15 9 1119 Nil 
| Salvador 100 2 4.4.37 €28,200 | + ¢7,000 | 43 | ¢1,035,208 ¢847,446 + ¢187,762 Pr. Li.Db. 18 16 2219 Nil 
San Paulo 1534 25.4.37 33,732 + 5,239 | 17 509,180 463,060 + 46,120 Ord. Stk. 86 4615 901lo 512 
| Taltal 164 Mar., 1937 3,880 385 39 31,810 32,750 | — 940 Ord. Sh. 115z0,  14/- 11g 87g 
| United of Havana 1,353 1.5.3 36,455 | + 2,955 | 44 1,201,823 1,038,048 | + 163,775 Ord. Stk. 314 1 312 | Nil 
Uruguay Northern 73 Mar., 1937 765 - 147. _ 39 9,246 7,439 +. 1,807 Deb. Stk. 5 3 9 Nil 
a ( Canadian National 23,566 30.4.37 1,066,728 + 89,924 | 17 12,406,717 11,064,308 + 1,342,409 — = ‘aie = = 
3} Canadian Northern — _ — — _— — -- —4p.c. Perp.Dbs. 76 51 70 51lj6 
e Grand Trunk ‘ — _ _ —_ — — _— — 4p.c.Gar. 10434 9934 9810 416 
5 Canadian Pacific 17,223 30,.4.37 765,400 + 118,200 17 8,707,400 7,972,800 + 734,600 Ord. Stk. 1634 1015), 13! Nil 
( Assam Bengal ‘ 1,329 10.4.37 35,062 + 3,326 2 35,062 31,736 $ 3,326 Ord. Stk. 8734 8214 7412 4 
Barsi Light P 202 10.4.37 3,262 - 728 2 3,262 3,990 — 728 Ord. Sh. 7712 6512 57 8*4 
Bengal & North Western 2,107 20.4.37 94,475 6,477 3 180,744 174,153 + 6.591 Ord. Stk. 319 29252 304 51516 
7 | Bengal Dooars & Extension 161 20.4.37 3,034 - 223 3 6,182 6,059 123 os 12712 118 10219 55g 
34 Bengal-Nagpur 3,268 20.4.37 213,300 } 25,365 3 416,175 370,291 45,884 a 104 10014 9210 4516 
€ | Bombay, Baroda & Cl. India 3,072 30.4.37 304,800 15,375 4 862,875 $49,075 : 13,800 e 114 11012 11112 55g 
™ | Madras & Southern Mahratta 3,229 104.37 179,400 + 17,611 2 179,400 161,789 + 17,611 < 11612 10812 10712 7116 
Rohilkund & Kumaon 572 20.4.37 19,263 475 3 39,390 40,331 _ 941 a 311 286 304 51516 
| South Indian 2,532 10,4.37 118,461 + 513 2 118,461 117,948 513 ju 10712 102536 1011, 5716 
{ Beira-Umtali . 204 Feb., 1937 64,190 + 2,376 332,996 316,206 + 16,790 _— ~— _ _ —_ 
| Bilbao River & Cantabrian 15 Mar., 1937 370 — 837 13 3,052 4,677 | — 1,625 hae ini as ae = 
| Egyptian Delta oe 620 10.4.37 6,380 + 473 6,380 5,907 + 473 = Prf. Sh. 214 153 11 Nil 
Great Southern of Spain. —_ —_— — -—- —_ _— Inc. Deb. 11g 13 312 Nil 
Kenya & Uganda 1,625 Mar., 1937 287,452 + 23,354 13 850,946 747,608 + 103,338 — — — — — 
41 Manila ms - . — — -- - -- — — — B. Deb. 501g 37 45 734 
2 Midland of W. Australia 277. = Mar., 1937 13,408 4 493 39 119,598 124,864 — 5,266 Inc. Deb. 97 931g 96 41g 
® | Nigerian a 1,905 20.3.37 73,851 + 38,799 51 2,564,196 1,887,142 + 682,054 a = <- —- ~ 
> | Rhodesia a 2,451 Feb., 1937 334,721 + 56,825 1,210,155 1,034,340 + 175,815 4p.c. Db. 107 10319 10710§ 3°4 
| South Africa 13,263 10.4.37 622,204 34,699 2 961,892 902,149 } 59,743 pom = a ae en 
| Victoria ; 4,728 Nov., 1936 868,988 + 45,953 21 3,995,540 3,959,297 + 36,243 = ssid ees wi a 
| Zafra & Huelva 112 Feb., 1937 13,311 + 2,570 9 29,193 21,230 | + 7,963 ed a ai oe! ae 
Note.—Yields are based on the approximate current prices and are within a fraction of 1). 
+ Receipts are calculated @ Is. 6d. to the ——. § ex dividend. Salvador and Paraguay Central receipts are in currency. 
The variation in Sterling value of the Argentine paper peso has lately been so great that the method of converting the Sterling weekly receipts at the par rate of exchange 


has proved misleading, the amount being overestimated. The statements are based on the current rates of exchange and not on the par value. 
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